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portance compared with the incidental advantages 
resulting from these works. 

In the management of our railroads, the English 
might imitate us with great advantage. In some 
of the most important particulars, such as railway 
legislation, no such imitation is to be expected. 
Think of Parliament passing a law authorizing 
John Doe and Richard Roe to build railroads 
throughout England, when and where they please, 
to run through my Lord Peacock’s park, or knock 
off a corner of his Castle under the simple pretext 
of the public good! Such legislation as this would 
shock the conservative notoins of Englishmen: and 
they are, therefore, content to abide the penalty— 
which comes to them in costly and unprofitable 
roads, and high rates of fare. 





New York Canals, 
REPORT OF THE STATE ENGINEER. 

We have received the annual report of the State 
Engineer Mr. McAlpine, from which it appears 
that the cost of completing the work now under con- 
tract, will be $10,455,617 56; of which sum$9,451,- 
047 94 is the estimated cost of the enlargement of 
the Erie Canal. 

The estimated cost of work not under contract is 
$551,738 55; and the ameunt required for its com- 
pletion $11,007,356 17. 

The present condition of the Erie canal enlarge- 
ment is as follows :— 

Double Single 


locks, locks. Miles. 

Completed and in use......... 46 11 ~~ 11830 
In use and may be fully com- 

pleted in the spring of 1854... 34°62 
May be brought into use in 

spring of 1854............. 1 771 
In progress of construction, not 

included in the above....... 1 1 5:98 

Work not commenced........ 14 = 18132 

Tal cos cesescccscess.f8 96 34790 

BLACK RIVER CANAL, 
Locks. Miles. 
Completed and in use...............94 30°77 
may be brought in use in spring of 

1 | eee eeee eceeeeeee eeee eeee eeee 4°56 

Not commencéd.... sess seve coos cere 43°40 

Total soccccce cece sece deve +000 109 7783 

OSWEGO CANAL. 
Locks. 


Completed and in use .... ..e. sees cone eee 
May be brought into use by spring of 1354..... 11 
In progress, not included in above......... 
Not COMMENCEA.... coos cece cove ces veces 


eeece 


Total ereee eeere CC Oe CESS CEE CEH EHEC EE HEE 22 
GENESEE VALLEY CANAL. 

Locks, Miles. 

Completed and in use...........-...79 80:00 

URGSL. PLOBTERR, 00 pn20 wsne cess osess 33 23°25 

Commenced and abandoned........... 3°75 


3°00 
Total sads sive cides vigibiccce cts c hld 11800 

The enlargement of the canal being rendered ne- 
cessary to accommodate its increased tonnage, it 
has become a question of much importance to de- 
termine what expedients shall be resorted to, to in- 
crease the capacity of the canal, until the entire 
work of enlargement shall be completed. 

As the enlargement of the Jocks has been comple- 
ted, the enlarged boats can now be used, and their 
tonnage capacity is increased in proportion to the 
increased depth of the canal. It is estimated that 
an expenditure of the sum of $534,000 will enable 
the boats to increase the weight of their cargoes 
from 90 tons, the maximum of the past year, to 150 


Not commenced........ 


AMERICAN RAILROAD JOURNAL. 








EE 
tons. Of this sum 200,000 would be available to- 
ward the enlargement. The expenditure of the 
above amount is recommended. 

A large portion of the report is devoted to the 
consideration of the cost of transportation over the 
several routes from the great interior basin of the 
country, to the sea coast, and the probable influ- 
ence that the enlargement of the Erie canal would 
exert upon the internal commerce of the country. 
As this is a subject of especial interest to the pub- 
lic, as well as to the people of this State, we give 
this portion:of the report entire. 

The early completion of this work has been dis- 
cussed and advocated since 1835, by nearly every 
legislature ; bythe successive canal officers ; by the 
citizens of the State generally, and especially by 
those in the western and central portions of the state, 
and in New York city. 

During this long period, the discussion of the pro- 
ject has developed nearly all of the arguments which 
can be adduced on the subject, and leaves at the 
present time but little more to do than to collate 
them, 

The extension and completion of rival avenues 
of trade, and the recent wonderful development and 
expansion of the railroad system, has directed at- 
tention at the present moment to the comparative 
merits of the different channels of trade, from the 
northwestern States to the Atlantic seaboard. 

The temporary suspension of the work on the en- 
largement, renders this an appropriate time for the 
discussion of its importance, and the effect which 
its completion will have upon the commercial in- 
terests of the State. 

The geographical features of that portion of the 
United States east of the Rocky Mountains, are 
characterized by the slopes which discharge their 
waters into the Gulfs of Mexico and St. Lawrence, 
and those which drain into the Atlantic south of the 
latter. 

The relative proportions of the areas of these 
drainages are as 32,11 and 10. 

The Mississippi river and its tributaries drain 
one half of this entire area. lts northeastern arm 
stretching into our State to within 200 miles of tide 
water, and its northwestern arm to within 600 miles 
of the Pacific ocean. The length of the Mississip- 
e and its tributaries is 51,000 miles, of which over 
20,000 miles is navigable. 

The most important portion of the northeastern 
drainage, passes off through the St. Lawrence. 

The dividing line of the water shed into these 
two outlets, is contiguous to the chain of great 
lakes, and is also near the navigable waters of the 
central and northeastern tributaries of the Missis- 
sippi. 

The Atlantic slopes are drained ky a number of 


5|rivers, which are of short extent, compared with 


those just mentioned. 

These natural arteries, in the early occupation 
of the country, limited the area of trade, directed 
its flow, and indicated the position of the commer- 
cial depots for the exchange of its surplus produc- 
tions, for the manufactures and luxuries of an old- 
er State. 

As the population increased and expanded, vari- 
ous artificial tributaries to these natural channels 
were constructed to meet the increased demands of 
trade, 

The aggregation of capital at the commercial de- 
pots, and amongst the denser population near the 
Atlantic seaboard, led to the construction of many 
artificial channels. These, in some cases, were 
constructed to divert trade from the lines of the ge- 
ographical arteries, 

The advantages of climate, population, and easy 
access to ocean navigation, have given the north- 
ern natural channel through the lakes, a preponder- 
ance, in the magnitude of its trade over the south- 
ern channel through the Mississippi and its navi- 
gable tributaries. 

These advaatages, however would have been lost, 
if this trade had been forced to seek a communica- 
tion with the ocean as far north as the Gulf of St. 
Lawrence, where it would have encountered a cold 
climate, and waters inaccessible for a considerable 
portion of the year. 

The topographical features of the State of New 





re 
York afford the only depression in the great chain 
of mountains running parallel with the Atlantic 
coast, which admits of the construction of an arti. 
ficial channel for an easy outlet to the commerce 
of the western chain of Jakes and their numerous 
natural and artificial tributaries. 
Other depressions exist in this range of moun- 
tains through which avenues for the diversion of 
this trade have been projected or constructed. The 
State of Pennsylvania has opened a water commu- 
nication (with ashort break) from the Susquehan- 
na to the Ohio, and the Virginia canal, when com. 
pleted, will open another trom the James river also 
to the Ohio, but these works are compelled to sur- 
mount an elevation which adds largely to the cost 
of transportation. 
Private enterprise is also engaged in opening 
other communications between the Atlantic sea- 
board and the great producing regions of the north- 
west. 
The extent of the trade and commerce thus sought 
to be reached by these enterprises, “ is a prize worth 
the efforts of a people and an age to whose indus- 
trial enterprise history has furnished no parallel,” 
This region affording this trade embraces the six 
Northwestern States and Missouri, containing a 
population of over five millions, which doubles 
once in twelve years; and which has an annual 
cereal production equal to three hundred millions 
of bushels, 
The surplus production of this vast region now 
seeks a market chiefly on the Atlantic, and must 
pass through the several channels of trade already 
spoken of.* 

These channels, stated in consecutive order, are 
as tollows :— 

First, from Lake Erie, by Lake Ontario and the 
St. Lawrence to Quebec. 

By Lake Ontario and railroads to Boston. 

By Lake Ontario, the St. Lawrence, and the pro- 
jected canal, to Lake Champlain, and thence to 
Boston or New York, 

" wo! the New York canals and the Hudson to New 
ork, 

By the New York central and southern railroads 
to New York. 

Second, from the Ohio river— 

=! the Pennsylvania canals and railroads to N, 
Y., Philadelphia and Baltimore. 

By railroad and projected canal to Baltimore. 

By canal to Richmond. 

And third, by the Mississippi river and its tribu- 
taries to New Orleans, 

The consideration of the comparative advantages 
of these various routes requires an examination into 
the cost of transportation on the ocean, lakes, rivers, 
canals and railroads. 

The elements of the cost of transport in these 
cases, consist of loading, conveying, discharging, 
warehousing, insurance, and in artificial channels 
the necessary charges to repay the cost of construc- 
tion and maintenance. 

The cost instead of the charges should be consid- 
ered in this comparison, because the latter fluctu- 
ate on the various routes, and on the different arti- 
cles which are conveyed, competition reducing them 
to a minimum, and monopoly raising them to 4 
maximum, 

The cost of loading and discharging, depends 
upon the price of labor and the facilities afforded ; 
and the cost of insurance, on the character of the 
navigation. 

The cost of conveying upon the ocean depends 
on the amount of the business concentrated at the 
seaport, and the facilities for reaching the open 
sea, 

New York and Boston possess, therefore, advan- 
tages over the other cities named. 

The Hudson affords an example of the best de- 
scription of river navigation, in consequence of the 
uniformity of the flow and the smoothness of its 
waters, allowing the use of either sail-or steam 
vessels, and of light hulls, thereby increasing the 
proportion of the weight of the cargo to the whole 
weight moved, . 

The suspension of its navigation during the win- 
ter increases the cost of transportation, as the inter- 








* In 1851, the exports of wheat and flour by the 
— were equivalent to twelve millions of bush- 
els, 

















aS Se. ee FF 


st 


bu- 


ges 
into 
ers, 


1ese 
ing, 
nels 
ruc: 


sid- 
ctu- 
arti- 
hem 
to a 


ends 
ded ; 
f the 


ends 
. the 


open 
van- 


t de- 
f the 
yf its 
team 
g the 
yhole 


win- 
inter 
vy the 
push- 





AMERICAN KAILROAD JOURNAL. 








est and expenses must be charged on the business 
done during two-thirds of the year. 

The Mississippi and its larger branches have th- 
advantage of a long route, and a current of from 
three to six miles an hour in the direction of the 
greatest trade. The fluctuations of their waters, 
the higher price of labor, the necessity of employ- 
ing steam vessels exclusively, and the hazards of 
the navigation increase the cost of transportation 
on these waters. 

The cost of movement on a canal depends upon 
the relative sectional areas of the boat, and of the 
canal, upon the actual size of the two, and upon the 
elevation to be overcome. 

The cost of transport by canals and railroads, is 
increased by the tax necessary to be levied to give 
aremuneration for the capital invested, and also 
to pay the current expenses of operating and main- 
taining the works. 

The other circumstances constituting the expense 
of these modes of transport, will be treated of in the 
following pages. 

Having thus stated the characteristics of the se- 
veral modes of transport, it becomes necessary to 
ascertain the actual cost of each, for the purpose of 
making a practical application of the results thus 
obtained, to the several channels of trade from the 
interior to the sea coast. 

In arriving at these general results it will not be 
necessary to regard those fluctuations of trade and 
commerce tending to increase or diminish the cost 
of transport, which are of only a temporary char- 
acter, 

These rates of cost have been arrived at with 
great care, yet if other persons should entertain 
different opinions in regard thereto, or if errors 
should be tound in their application to the different 
routes, the results herein stated cannot be so mate- 
tially changed as to affect the general conclusions. 

It becomes necessary to ascertain the cost of 
ocean transport for the purpose of comparing the 
several routes, on which articles for export are, or 
may be expected to be carried, and for this purpose 
the following table is given, which shows the dis- 
tances travelled by sailing vessels and the ordinary 
rates of charges trom the American ports already 
named :— 


Table of the cost of transport per ton per mile. 
Ocean, long voyage .... secs seeeees 1.5 Mills, 


ae Le CC rr ec 2to6. * 
Leben feng aes cece cence cncece es 
RRO»  vac'vais tetcesee ni 3to4. * 
Rivers, Hudson, and of similar char- 
ACEP 0.00 veddccce voce cscs rs 
“ $t.Lawrenceand Mississippi 3, “ 
“ — tributaries of cwaee 5tol0d. “ 
Canals, Erie enlargement.......... . oe 
“ other large, but shorter...... Seg Ss 
O° ORUIDARY Rei. 5 cc cscs ceéeis — 
, ‘* with great lockage..6to8. “| 
Railroads transporting coal......... 6010, “ 


$ not for coal, favorable lines 
and grades..... 125 * 
steep grades etc.15to20. “ 
In the appendix marked E., will be found details 
of the cost, and also of the charges for transporta- 
tion iy the several modes of conveyance above 
stated. 
These tables show that the cost per ton from the 
tern end of Lake Erie, by the several routes, is 
as follows : 
Ist, By the Canadian canals and the St. Law- 
TENCE tO QueNdeC 2.0.00 voce cccevecs soosce 
Md, By the Welland canal, Lake Ontario, the 
Ogdensburg, Vermont & Massachusetts 
FAUPORAS. 40.06 0 00e.cnc0 ceccicesegcescces OC OM 
4d, By the Welland canal, Lake Ontario, St. 


“ “ 


Lawrence, proposed Caughnawaga 
canal, Champlain lake and canal and the 
Hudson to New York.... .....0+ eeu ao 


4th, By the Welland canal, Lake Ontario, 
the Oswego and Erie canals and the Hud- 
80N. to New York .o0s.10c0ccoe cove ccese @ 
Sth, By the Erie canal and the Hudson river 
Sere 
6th, By the N. Y. Central railroad and the 
SD on bs sitns seetonde axtnesdindees 
7th, By the N. Y. Southern railroad to New 
el céan deneken eeee eeee se ee eeee eeee 8 
8th, Erie canal enlarged and Hudson river to 


& Sa & 


Now Zoek... ccs cccccscs sen veces BOD 
9th. Erie and Oswego canals enlarged and 
Hudson.t........ esddescte Se 


It appears, therefore, that after the Erie canal is 
enlarged, it will be the cheapest channel of con- 
veyance from Lake Erie to the Atlantic ; but there 
is now a difference in the cost of transportation in 
favor of the Canadian canals to Quebec. 

The cost per ton from New York by the Erie 
canal, Lake Erie to Cleveland, and the Ohio canal 
to Beaver, is $4 77. 

The same from New York to Cleveland, and the 
Ohio canal to Portsmouth is $5 97, or by the way 
of Beaver and Ohio river, is $5 85. 

The same from New York to Toledo, and the 
Ohio canal to Cincinnati, is $5 82. 

The same from New York to Toledo, and the In- 
diana canal to Evansville, is $6 99. 

The cost from New York by the Erie canal, and 
the great Lakes to Chicago, thence to Peru, and the 
[ilinois and Mississippi rivers to St. Louis, is $7 09 ; 
and to Cairo, is $7 61. 

The cost per ton from the Capes of the Delaware 
through the Delaware and Chesapeake, and the 
Pennsylvania canals, Portage railroad and the Ohio 
river to Beaver, is $4 59; to Portsmouth, $5 67; 
to Cincinnati, $5 98; to Evansville, $6 96; to Ca- 
iro, $7 54. 

The same from the Capes of the Delaware by 
Philadelphia, the Union canal, and to Beaver, as 
before, is $4 31; to Portsmouth, $5 39; to Cin- 
cinnati, $5 70; to Evansville, $6 68; to Cairo, 
$7 26. 

The cost per ton from the Capes of Virginia to 
Baltimore, and thence by the Baltimore and Ohio 
railroad to Wheeling, is $6 99. 

The cost per ton from the Capes of Virginia to 
Richmond, thence by the James River canal, and 
the Kanawha and Ohio rivers to Portsmouth, is $4 
— $4 42; Evansville, $5 40; Cairo, 


The cost per ton from St. Louis to New Orleans, 
including the extra cost of drayage and shipment 
at New Orleans, is $6 89. 

From the above statements it will be seen that 
the Pennsylvania canals reach the Ohio river at 
Beaver and Portsmouth, 46 cents per ton cheaper 
than the New York and Ohio canals; and that 
they reach Cincinnati, Evansville and Cairo, 12 
cents cheaper. 

The Virginia canal, when completed, will reach 
the Ohio river at Portsmouth, $1 74 per ton cheap- 
er than the New York and Ohio canals; and Cin- 
cinnati, Evansville and Cairo, $1 40 cheaper. 

The dividing line of trade between the Pennsyl- 
vania and New York canals is 46 miles north of 
Beaver and Portsmouth, and 12 miles north of Cin- 


cinnati and Evansville; but when the enlargement |} 


of the Erie canal is completed the dividing line of 
trade in accordance with the same principles wili 
be extended to the Ohio for a distance of 30 miles 
up the river from Beaver (say to Pittsburgh,) and 
embrace all of the trade of the Ohio river below 
that point. 

The dividing line of trade between the Virginia 
and New York canals, when the former, and the 
enlargement of the Erie canal are completed, will 
be 110 miles north of Portsmouth and Cincinnati. 

The dividing line of trade between New Orle- 
ans and the New York canals is now a little above 
the mouth of the Illinois river, but when the Erie 
canal is enlarged it will be extended to the Missis- 
sippi at least as far down as St. Louis. 

The completion of the enlargement of the Erie 
canal will reduce the expense of transportation a- 
bout seventy-five cents per ton, which is equiva- 
lent to extending the area of its drainage of trade 
250 miles on a riversimilar to the Ohio; 150 miles 
on an ordinary canal, fifty miles on a railroad, and 
five to seven miles on common roads, where these 





+ To the cost of the movement in each of the 
above cases, has been added a price per ton, which 
would ona movement of two millions of tons per 
annum, pay the annual cost of maintenance and in- 
terest at 7 per cent, on the cost of the artificial 
works through which the several routes pass. In 
the case of the enlargement of the Erie canal, the 
movement is taken at four millions of tons, in con- 





sequence of its greater capacity, 





distances are not met by competing lines, and one- 
half of those distances when they are so met. 

The southern line of the trade drainage of the 
New York canals is about one thousand miles long, 
the increased area of this drainage which would be 
caused by the enlargement would be equal to one- 
half of either of the North-western states, and em- 
brace a belt of the most productive lands in four of 
those states. 

A reduction in the cost of transport through the 
Erie canal, such as that which will be produced by 
its enlargement, will also increase the amount of 
trade now received by permitting the exportation 
of many articles of large bulk and small value 
which are restrained by the present cost of trans. 
portation. 

The whole area of the district the trade of which 
concentrates at the eastern end of lake Erie, is equal 
to square miles. 

In the appendix marked G. will be found tables 
furnishing the statistics of this trade and other in- 
teresting details, which the reports from the offices 
of this state do not furnish. These tables have been 
prepared from the reports of the Canadian board of 
Works, from*Mr. Andrews’ recent report to the se- 
cretary of the treasury, and from official and other 
sources, 

These tables show that the seven north-western 
states and Canada West, contain a population of 
over six millions, an area of over 400,000 square 
miles, and that their annual agricultural and ani- 
mal products exceed 15,000,000 tons. 

The commerce of the western lakes alone, is 
now valued at over three hundred millions of dol- 
lars, and annually emplpys eighty thousand tons 
of steam and one hundred and forty thousand tons 
of sail vessels. 

The amount of flour and grain transported on the 
lakes in 1851, was of flour two millions of barrels, 
of wheat eight millions of bushels; corn, seven 
millions, and oats and barley, two millions, making 
an aggregate of over twenty-seven millions of bush- 
els of cereal produce, 

The whole exports of the same articles from the 
United States in 1851, were but little more than 
half the above amount. The exports of the same 
articles from the city of New York in 1851 and 
1852 were about one-third of those transported on 
the lakes: 

The exports of flour and wheat to and through 
Buffalo and Oswego in 1850 and 1851 were: 


Barrels. Bushels. 
1850, Flour. ....280,116 Wheat. ....1,160,445 
1851, - eeee - 270,735 = eece 771,857 


The tolls received by the state of New York from 
Canadian produce and property passing through 
the canals is estimated at over $300,000 annual- 


TThe increase of tonnage in 1851 over 1850, is 
more than fifty per cent. on each of these works. 

The tonnage transported on the Welland canal 
in 1851, was about fifty per cent. more than that 
transported on the St. Lawrence canal. This ex- 
cess is made up in part by about four millions of 
bushels of wheat, corn, and flour which were prob- 
ably sent to Oswego and Ogdensburg, and by about 
fifty thousand tons of iron, (chiefly railroad iron) 
which was sent from New York by the way of Os- 
wego. 

The Canadian canals have already diverted a 
considerable amount of business from the canals of 
this state. 

The Welland canal has turned a large trade 
from lake Erie into lake Ontario. A portion of 
this trade is received again at Oswego, but a con- 
siderable amount has passed down to Ogdensburg, 
and below that point, and has been lost to our can-~ 


als. 

The Ogdensburg railroad has carried 97,395 tons 
of through freight eastward, and 18,813 tons west- 
ward the last year. 

The connections which this road has with nearly 
all of the interior roads in New England, makes 
this a desirable route for such articles as flour, ete., 
which are required for consumption in the interior 
ot those states. This would appear from the fact 
that the imports into Boston in 1852 by railroads 
and by water, show a falling off of over three mil- 
lions of bushels of flour and corn since 19/%anals 

The comparative cost of transporta** 
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and railroads, requires, perhaps a more extended 
investigation than has been given to it in the pre- 
ceeding pages, and this is the more necessary as 
there is an erroneous impression that railroads may 
soon become important rivals to the Erie canal, 
and eventually supersede it in the transportation of 
the most important articles of freight. 

For the purpose of making this comparison, it is 
necessary to ascertain in such case, 

1, The capacity and expense of construction and 
maintenance, 

The proportion of the cargo to the whole 
weight moved, and the expense of the movement. 

The original cost of the Erie canal was $7,143,- 
477, being $19,679 per mile. 

The anrual expense of repairs for the last ten 
years has averaged $984 20 - mile, and for the 
preceding ten years about $725 per mile. ; 

The capacity of the Erie canal, before it receiv- 
ed the advantages of the improvements by its par- 
tial enlargement was one and a half millions of 
tons per annum. 

The average weight of the boat is 30 tons 

The average weight of downcargois70 ‘ 

The capacity of the largest class boats 90 

The proportion between the cargo and the whole 
weight is as one to 1-43, and between the capaci- 
ty of the boat and the whole weight is as one to 
1-33. 

The expense of running, towing and horse pow- 
er, is 24 mills per ton per mile. 

The cost of the enlarged canal with double locks, 
may be taken at twenty-eight and a halt millions 
of dollars, being $80,736 per mile. 

The annual expense of rgpairs is estimated at 
$700 per mile. mm 

The capacity will be at least seven millions of 
tons per annum. 

The proportion between the cargo and the whole 
weight will be as 1 to 1.2. 

The expense of running, towing and horse pow- 
er, will be 1} mills per ton per mile. 

The cost, exclusive of equipment, etc., of the 
Central line of railroad from Buffalo to Albany, is 
fourteen millions of doilars, and adding the cost of 
completing a double track would amount to twen- 
ty millions of dollars, or sixty thousand dollars per 
mile. 

The annual expense of repairs of roadway for 
the last two years, has averaged six hundred dol- 
lars per mile. 

In the report of my predecessor, for 1851, he 
makes remarks on the capacity of railroads to por- 
form the business of the Erie canal. 

His estimate would give for a double track rail- 
road from Buffalo to Albany a capacity of about 
340,000 tons per annum. ; 

The Reading railroad transported in 1851 two 
miilions of tons over a double track. This is, how- 
ever, a short road (92 miles in length) and three- 
fourths of its tonnage was coal. 

The regularity of this description of freight, the 
remarkable convenience with which it is handled 
and the favorable grades, (being in the direction of 
the trade) causes this great increase in the capa- 
city of the road. ; 

The capacity of a double track railroad from 
Buftalo to Albany, run exclusively for freight 
would fall short of one and a half million tons per 
annum. ; 

The proportion between the freight and the whole 
weight moved would be as J to 1.7. 

The average expense of operating the central 
line of roads in 1852, was 84 mills per ton per mile; 
and of the New York and Erie and the Northern 
roads, was seven mills. On the Reading road, for 
1851, it was four and one-fourth mills for transport- 
ing coal, : 

The expense of operating the road may be taken 
at 6 mills per ton per mile. ‘ 

An abstract of the preceding statements is as fol- 


lows: R. R. 


Erie Canal. Enlarged do. 


Capacity for trans- 
port of freight, 


tons... sees sees 1,500,000 7,000,000 1,500,000 
Cost per ancy 
nstruction, dol- 

Cost: Pus sees cece 19,677 80,736 60,000 
i sile for 

yes 700 600 


Cost per ton per 

mile for move- 

ment, mills...... 23 13 6 
Ratio between car- 

go and whole 

freight..........1 to 1.43 1to12 1to1.7 

The relative cost of a railroad, and its capacity 
to pertorm the freighting business now done on the 
Erie canal, can be arrived at with considerable ac- 
Seay by comparing the business done on the 
New York and Erie railroad during the past sea- 
son, with that of the Erie canal. 

The former, fully equipped, and performing an 
immense business, under the advantages of an 
economical system of private management, and 
the latter, under the more costly and less efficieut 
direction of the State government. 

The Erie railroad has done a mixed business of 
passengers and freight. The movement of the lat- 
on is 406,460 tons, or 96,697,695 tons moved one 
mile. 

The distance travelled by the freight, in propor- 
tion to the passenger trains, is as 13to 10. It may, 
therefore, be assumed that, if the business of the 
road had been confined exciusively to freight, iy 
would have transporied an increased amount, in 
the proportion of 13 to 10; equal to 312,661 tons, 
or a total of 719,121 tons. 

As the railroad is one-fifth longer than the Canal, 
this movement may be increased to 800,000 tons, or 
200,000,000 tons moved one mile. 

The movement on the Erie canal, a little ex- 
ceeds three millions of tons, or five hundred and 
fifty millions of tons moved one mile. 

The proportion of business done by the rail- 
road, is to that done by the Canal, as one to two 
and a half. 

The present cost of the road and equipments is 
$27,551,206 73. ‘The comparative cost of a road 
of the length of the Erie canal would be twenty-two 
millions of dollars. 

The present cost of the Erie canal, deducting 
that portion of the expenditure for its enlargement, 
which has not materially increased its capacity, 
and adding for the cost of the boats, horses, etc., to 
equip it in the same manner as the railroad, is sev- 
enteen millions of dollars. 

The comparative cost of the railroad and canal 
would then be as 100 to 77. 

When a double track is completed on the Erie 
railroad, (allowing for its decrease in iength,) its 
capacity will be increased to one anda half mil- 
— of tons, and its cost to thirty millions of dol- 
ars. 

Two such roads would be required to perfurm 
the business now done on the canal, and they would 
increase the cost upon the principles before stated, 
to fifty millions of dollars. 

The proportion of the cost of the canal to that 
of the railroad, would then be nearly as 1 to 3. 

The capacity of the Erie canal when enlarged, 
will be seven millions of tons, and its cost, includ- 
ing its equipment with boats and horses, forty-six 
millions of dollars. 

A railroad to perform this business, would re- 
quire nine tracks, and would cost nearly one hun- 
dred and twenty millions of dollars. 

It should be remembered that the business on the 
canal is confined to seven months, and the great 
bulk of it is done in five, so that the duration of 
this business may be taken at one half ot the year, 
while the railroad has the whole year to perform its 
business in. 

The other main avenue of trade leading to both 
works, are closed for the same length of time as 
the canal, consequently it would be perfectly fair in 
making the above comparisons, to reduce the duty 
of the railroad at least one-third in each of the 
cases stated. 

The results above stated are, however, deemed 
sufficient to show that the cost of a railroad to per- 
form the present or anticipated business of the 
canal, would increase the tax upon its trade to re- 
pay its interest and maintenance, so much as to 
turn it into other channels, 

Also, the cost, and the greatest amount of busi- 
ness done on the leading railroads in the United 
States, 

In the preceeding pages, the comparative value 
of railroads and canals for the transportation of 





freight has been dismissed, and the superiority of 


the latter maintained, yet it has been no part of my 
object to undervalue the former, 

The Canals of New York, with one exception, 
have been constructed by the State—the railroads 
have been built by incorporated companies. The 
object of the State expenditure was to accommo- 
date trade and commerce, that of the corporations 
to receive a profitable return for their investments, 

The former has proved to be a profitable invest. 
ment, and the latter has resulted in furnishing 
great facilities to the business of the State—and 
thus each in accomplishing the object proposed by 
itself, has also accomplished the object aimed at by 
the other. Both have promoted the public good. 
Railroads and Canals have each their appropriate 
functions to perform, and each adds to the business 
of theother. The facility for the cheap transport 
of the vast business between the East and West, 
creates the necessity for a rapid communication 
between the owners. The Canals are appropriate 
for the one, and the railroads for the other. 

It has been no part of my present object to dis- 
cuss the propriety of any of the financial schemes 
which have been suggested for accomplishing the 
“speedy enlargement of the Canals.” That duty 
belongs to the financial officers of the government, 
[ have endeavored to show that the State of New 
York occupies a position which enables her to 
command the trade of the Northwest—that the en- 
largement of the Erie canal is necessary to cheap- 
en transport and retain her present advantages, and 
that it will also increase this trade to an extent that 
will remunerate the expense of its completion. Re- 
spectiully submitted, Wm. J. McAvpine, 

State Engineer and Surveyor. 





Brunswick and Florida Railroad. 
SECOND REPORT OF THE PRESIDENT AND DIRECTORS TO 
THE SHAREHOLDERS. 

Since the organization of the company, in June 
last, the directors have proceeded, to the best of their 
ability, in carrying out the objects contemplated by 
the stockholders. As mentioned in a former report 
contracts have been entered into with Messrs. R. 
Collins and E. Alexander, by which these gentle- 
men covenant to grade the whole main line from 
Brunswick, 130 miles, to Thomasville and the Al- 
bany branch; to construct all bridges and culverts, 
and in general to to all the earth work and mason- 
ry, lay the iron, and deliver up the line in complete 
order, early in 1854, for the compensation of $13,- 
000 per mile. In pursuance of this contract, the 
work has been commenced energetically at nume- 
rous points along the line, and there is now graded 
ready for rails, a section of 10 miles of road from 
Brunswick westward. During this winter the con- 
tractors will have 20 miies more in readiness, and 
be able to lay down the iron in April, to a point at 
least 30 miles from the seaboard. The right ot way 
for the whole line has been acquired at a very little 
cost to the company. 

The directors have contracted in England, under 
favorable circumstances, for all the iron rails, 
chairs and spikes necessary to lay the track to 
Thomasville. It is to be shipped in parcels, a cer- 
tain portion every month during this year, and will 
probably all arrive in Brunswick in a little over 12 
months from this time, The iron is of a heavy T 
pattern, of superior manufacture, and payment for 
its first cost is to be made in the mortgage bonds of 
the company. 

Upon the authority granted by the charter, and 
voted by the stockholders and board of directors, the 
entire line to Thomasville and Albany has been 
mortgaged, to secure an issue of $1,200,000 of 
bonds, the proceeds of which are to be used to fur- 
nish the iron and equip the road. These bonds will 
only be negotiated to meet the wants of the compa- 
ny, for the above named purposes, The subscrip- 
tions to the capital stock of the company along the 
line of the road, now reach $830,000; upon which 
payments have been made to the amount of $340,- 
000, and engagements and notes have been receiv- 
ed for the balance of the subscription, to the satis- 
faction of the contractors, who entertain no fears 
but that the whole amount subscribed will be paid 
in time to meet their wants. 

Though the iron for the Brunswick and Florida 
railroad has been purchased on favorable terms, it 





still costs more than was contemplated, when pro- 
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vision was made for it in the contract with Messrs- 
Collins and Alexander. To provide for this excess 
in the cost of the iron to furnish the increased e- 
quipment, which it becomes more and more evident 
will be demanded by the traffic of the district; and 
to meet the contingent expenses, so liable to be 
overlooked or under estimated by railroad compa- 
nies, the directors have increased the New York 
and Boston subscription to $1,250,000, ten per cent. 
upon which has been paid in. This subscription 
is entirely distinct from that of the Georgia share- 
holders; it has been made up by capitalists here, 
upon the express understanding that only such an 
amount shall be called on this stock, as the direct- 
ors shall find necessary to fulfil the contracts of the 
Co., finish the road and maintain the credit of the 
corporation. 

Interest will accrue to each shareholder accord- 
ing to the respective amaunts paid up. The sur- 
plus of earnings after paying expenses, interest on 
bonds and on the amounts paid up on stock, isto be 
divided among the shareholders here and in Geor- 
gia, pro rata according to the number of shares 
each person holds. 

Negotiations are now in progress for the further. 
ance of that portion of the plans of the company, 
which contemplates the extension of the road from 
Thomasville to Pensacola, and the result shall, at 
an early day, be communicated to the steckholders. 
Arrangements are also making fora speedy and 
mutually advantageous connection with the St. 
Marks and Tallahassee railroad, which will per- 
manently accommodate an extensive district of 
country, and, by opening a railroad communication 
between the Gulf of Mexico and the Atlantic, will 
bring a large amount of business over the united 
roads, at a period some months earlier than a road 
can be constructed to Pensacola. 

It may not be considered out of place to refer here 
to the project which has been started in Savannah, 
for building a railroad from that city to Albany, 
and thence to some point on the Gulf of Mexico.— 
This line of road would be of great benefit to the 
section of country through which it would pass, 
aud it would in no way interfere with the prospects 
of the Brunswick and Florida railroad, as the local 
traffic along the latter route will be ample for its 
support, and the through traffic, from the Gulf to 
the Atlantic, will be far more than the road can ac- 
commodate, 


The friends of the Savannah and Gulf road have 
brought forward a mass of evidence showing the 
immense results which must follow the opening of 
railroad communication, to supersede the ocean 
passage around the capes of Florida. Their cal- 
culations fully corroborate the estimates made in 
the report of the Brunswick and Florida railroad 
company of July last; and indeed the advantages 
which must accrue to the public and to the stock- 
holders, from the completion of one or both of these 
railroads, are too palpable to require further argu- 
ment. Whiie referring to their report of July last, 
the directors can now repeat with confidence, that 
the estimates of traffic then set forth, have been in 
every respect confirmed by their subsequent exam- 
inations, The local traffic which must come upon 
their line of road from Thomasville to Brunswick, 
after making the most liberal allowance for expen- 
ses and contingencies, and laying by an ample 
sinking fund, will leave a large surplus over and 
above interest on the bonds and stock payments. 

The Chief Engineer of the company, Mr. Me- 
Rae, with an efficient corps of assistants, in attend- 
ing with assiduity to the interests of the corpora- 
tion. He reports that very little deviation will be 
found necessary, from the original line of survey, 
and that the route presents few difficulties or im- 
pediments to the rapid progress of the work. A lo- 
Comotive and a quantity of platform cars will be 
shipped out to reach Brunswick in February, to 
mee! the first cargo of iron from England. The 
Tainy weather of the past season has delayed the 
Completion of the canal from the Altamaha to 

runswick; but this work will be finished this 
Winter, and afford great facilities to the railroad 
Contractors for procuring early and cheap supplies 
of bridge timber, besides furnishing an immense 
amount of lumber and other outward freight for 
ships from Brunswick, before the railroad shall 
have passed the Santilla and penetrated into the 
district, which will yield its most valuable traffic. 


The opening of this canal, and development of the 
advantages of this excellent port. will be but the 
foretaste of the benefits which Florida, Alabama, 
Southern Georgia, and indeed the whole Southern 
country will derive from the carrying out of the 
undertakings of this company. The national im- 
portance of this railroad from Brunswick to Pen- 
sacola, cannot fail to strike every attentive inquir- 
et. The directors do not now intend to dwell upon 
this matter, but will, at as early a period as is con- 
sistent with the interest of the corporation, commu- 
nicate to the stockholders, the steps they have taken 
in regard to it. 
President.—Solomon Foot. 


Directors.—Wm. Chauncey, Amos Davis, Thos. 
A. Dexter, Levi J. Knight, John Paine, 8S. R. 
Brooks. 


New York January, 1853. 





Journal of Railroad Law. 
THE BROADWAY RAILROAD CASE. 

The importance of this case in itself and also in 
relation to its bearing upon similar cases which 
will, doubtless, hereafter arise, induces us to pre- 
sent a brief abstract of the points decided. 

It will be recollected that the Common Council, 
in defiance of the injunction of the Supreme Court, 
prohibiting them from authorising Jacob Sharpe 
and his associates to construct a railway in Broad- 
way,—did so authorise them, and that the Alder- 
men passed resolutions denouncing the injunction 
in no measured terms, and that this was done after 
a copy of the summons, complaint and injunction 
had been served upon the Mayor, and a copy of the 
summons and injunction upon the members of the 
Common Council. 

Ist. Alderman Sturtevant, whose case was first 
taken up, was held to be individually a party to the 
suit. It has been very often adjudged that when 
an injunction is addressed to a corporation, every 
member thereof is as much bound as if he had been 
named individually. 

Lord Kenyon briefly and forcibly stated the prin- 
ciple by which this subject is governed in the King 
vs Holland, 5 Term Reports, 522, ‘‘ Where a du- 
ty is thrown upon a body consisting of several per- 
sons, each is individually responsible for its per- 
formance, and individually liable for its breach. 
2nd. The service of the injunction upon Sturte- 
vant was valid and regular, although when served 
upon him in person, it was not accompanied by a 
copy of the complaint. 

A copy of the complaint together with the injunc- 
tion was served upon the Mayor, the day before the 
meeting of the Aldermen. The Mayor was the 7e- 
presentative of the whole corporation, 2 Revised 
Statutes, 458. The service was effectual as to eve- 
ry member of the corporation. Sturtevant and his 
colleagues actually knew the contents of the com- 
plaint, for they resolved that “the reasons for the 
injunction were untenable,” and the complaint a- 
lone contains the reasons. 

An injunction directed to a corporate body is 
binding upon each individual member of that body. 
Therefore the injunction which has been violated 
by the corporation asa whole, has been violated by 
each member thereof who has assented to the ob- 
noxious act. Therefore, an attachment must issue 
against Mr. Sturtevant unless the injunction which 
he has violated is unlawful and void, as he con 
tends it is. 

4th. The resolution of the Common Council in 
favor of Sharpe and his associates, cannot be treated 
asa nullity, on the ground that it was only ini- 
tiatory and unavailing until the grant had been ac- 
cepted by Mr. Sharpe and his associates, In no 
case is a grant effectual by the mere will and act 








of the grantors. In every case it depenas for its ul- 
timate validity upon the acceptance of the grantee. 
The Common Council have done all they could to 
make the grant effectual. The assent of the gran- 
tees has been filed with the clerk of the Common 
Council. The injunction was theretore violated in 
letter and spirit and wilfully so. 

5th. The language of the injunction manifestly 
prohibits the passage of the resolution complained 
of, and this court was empowered to restrain the 
action of the Common Council in respect to the 
matter before them. 

Was the order of the injunction void upon its 
face from a total want of jurisdiction in the court 
by which it was issued ? 

If the injunction was of sucha nature as the 
court could issue, under any circumstances, to the 
Common Couhcil, this body disregarded it at their 
peril. 

For the purpose of determining whether they 
would obey or disregard the injunction, they had 
no right to look into the complaint at all, and this 
for the plain reason that the jurisdiction of the 
court may be certain and undoubted, and yet the 
facts and allegations set forth in the complaint, be 
wholly insufficient to warrant its exercise. When 
this insufficiency exists, there is a want of equity 
in the eomplaint tor which the injunction will be 
dissolved ; but this want of equity is no evidence 
of a want of jurisdiction, that rendering the pro- 
cess void, justifies disobedience. A party before 
whom an injunction is served, (they are the words 
of Chancellor Walworth that I quote,) is not per- 
mitted to speculate upon the future decision of the 
court as to the equity of the bill, and disobey the 
injunction, upon the ground that upon the merits 
it ought not to have issued. (People vs. Spalding, 2 
Paige, 329; Sullivan vs. Judah 4 Paige, 446.) I 
add, that if there are any valid grounds in law, up- 
on which the injunction in a particular case might 
have issued, although not one of the grounds may 
be stated in the complaint, the court has jurisdic- 
tion; and its order must be obeyed. It is erroneous 
but certainly not void; and it is only a certain and 
manifest invalidity that can excuse and protect dis- 
obedience. 

The distinction between want of equity and want 
of jurisdiction is intelligible, certain and establish- 
ed. 


The doctrine contended for by the defendant that 
neither the propriety nor legality of proceedings 
pending before legislative bodies may be inquired 
into by Courts of Justice, may be true when ap- 
plied to the legislature of the State, which, as a co- 
ordinate branch of the government, representing 
and exercising in its sphere the sovereignty of the 
people, is, for political reasons, of manifest force, 
wholly exempt in all its proceedings from any legal 
process or judicious control; but the doctrine is 
not, nor is any portion of it, true, when applied to 
a subordinate municipal body, which, although 
clothed, to some extent, with legislative and even 
political powers, is yet, in the exercise of all its 
powers, just as subject to the authority and control 
of courts of justice, to legal process, legal restraint, 
and legal correction, as any other body or person, 
natural or artificial. The supposition that there 
exists an important distinction, or any destinction 
whatever, between a municipal corporation and 
any other corporation, aggregate in respect to the 
powers of courts of justice over its proceedings, is 
entirely gratuitous, and, it seems to me, is as desti- 
tute of reason as it certainly is of authority. The 
counsel could refer us to no case, nor have we found 
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And the Constitution of our State declares that 
all corporations shall have the right to sue and 
shall be subject to be sued, in all courts, like natu- 
ral persons.” ‘Therefore if the Common Council 
can claim immunity from judicial restraint, so can 


every Bank, Insurance company, Hospita!, Libra-|P 


ry or Saving’s Bank. They all have legislative 
powers in the same sense, although not with so 
wide a scope as the Common Council. They may 
all make by-laws, and they may clothe in the form 
of a by-law any fraudulent operation. 

But will the Court interfere with the discretion 
of a corporate body? It will interfere—and it is 
bound to interfere, whenever it has reason to believe 
that those in whom the discretion is vested are pre- 
pared, illegally, wantonly, or corruptly, to trample 
upon rights and sacrifice interests which they are 
specially bound to watch over and protect. 

{n the Ist of railway cases 195, Lord Cottenham 
declared ‘that when public functionaries are de- 
parting from the powers which the law has vested 
in them, and are assuming a power which does not 
belong to them, this court no longer considers them 
as acting under their commission, but treats them, 
whether a corporation or individuals, as persons 
dealing with property without legal rights;” and 
he added, “‘ that when such persons infringe or vio- 
late the rights of others, they become, like all other 
individuals, amenable to the jurisdiction of this 
court by injunction. 

Consequently the injunction order was not void, 
from total want of jurisdiction in the court whence 
it issued, if there is any ground whatever upon 
which this Court could lawfully restrain the cor- 
poration from making the grant which the order 
described And there are many such grounds, 

First. It may be that the corporation cannot es- 
tablish, nor authorize any one to establish, a rail- 
way in a public street. 

Secondly, It may be, that a Broadway railway, 
would be an injurious monopoly. 

Thirdly. Perhaps a Broadway railway would be 
a public nuisance. 

Fourthly. The grant to Jacob Sharp, and his as- 
sociates may have been procured by corruption. 

An attachment must be issued. 





Cincinnati, Cambridge and Chicago Short 
Linc Railway Company. 

The Cincinnati Gazette states that a Company 
with the above title, was organized at Cambridge 
City, Indiana, on the 10th inst. A Board of Di- 
rectors was elected, consisting of Thomas Tyner, 
Solomon Meredith, John Crum, Charles H. Ray- 
mond, Pleasant Johnson, Jacob Vare, Jesse Wiatt, 
Robert Umpley, Dickerson Hurst and Wm. H. Ben- 
nett, of Indiana, and Caleb B. Smith, 8. C. Park- 
hurst and George Graham, of Cincinnati. Caleb 
B. Smith was elected President of the board. 

This company also contemplate the construction 
of a road trom Newcastle, by way of Cambridge 
City, to the State line, to connect with the line 0; 
the Cincinnati Western Company. It isdesigned 
to consolidate these two companies, and thus make 
one line from Cincinnati to Newcastle. From 
Newcastle to Chicago a road has been located on 
adirect line, and on a large part of the route. The 
work is now in progress. The work now projected 


is designed to complete a straight line from this 
cityto Chicago, and by connecting with the Indi- 
ana Central road at Cambridge City, tomake a di- 
rect road from here to Indianapolis. 


GENTLEMEN :—The Board of Directors of the 
Ohio and Pennsylvania railroad company respect- 
tully submit to the stockholders their annual re- 
port for 1852, and congratulate them on the results 
of the past year, and the encouraging prospects of 
the continued and increasing prosperity of the com- 
any. 

The earnings of the road, as it has been gradu- 

ally extended, have exceeded the expectations of 
the Board; the number of passengers carried in 
the year has reached two hundred and thirty-six 
thousand and thirty-three, (236,033). The gross 
earnings have been $315,118 53, and the net earn- 
ings, $172,985 18, 

That part of the road upon which the ballasting 
has been completed is believed to be as smooth, as 
pleasant to ride upon, and as easy upon the ma- 
chinery, as any road in the United States. The 
trains are run with great regularity, and the ex- 
press train makes the run from Pittsburgh to New 
Brighton, twenty-eight miles, in one hour, and to 
Alliance, eighty-two miles, in three hours anda 
half. Whenever it is necessary to do so the speed 
can readily be increased. The travel of the coun- 
try is controlled by the time taken and the price 
charged ; and for the through travel from distant 
points, for which so many lines will compete in 
Ohio, our road will enter the field of competition, 
with low grades, a smooth track, a cheap line, and 
a large number of important connections, Our 
local business from the rich counties and many 
populous towns along the line will furnish a sure 
reliance; and we have no doubt that with judici- 
ous management the stock of the Ohio and Penn- 
sylvania railroad company will always be a safe, 
reliable and profitable investment. The Board de- 
sire and intend that stability, reliability, and punc- 
tuality should characterise both the road itself and 
the financial policy of the company. 

On the 6th day of January, 1852, the road was 
opened to Alliance, 82 miles from Pittsburgh, 
where it intersects the “ Cleveland and Pittsburgh 
railroad.” On the 11th of March it was opened to 
Massillon, and a connection was accomplished 
with the Ohio Canal; and on the 10th ot August 
the opening of the road to Wooster, 134 miles from 
Pittsburgh, was celebrated. The ballasting has 
been completed on about 75 miles of the track, and 
three gravel trains are now employed upon it. 

In the last annual report the Board stated to the 
stockholders that—‘‘ From Wooster, by Loudon- 
ville and Mansfield, to the point of intersection 
with the Cleveland, Columbus and Cincinnati 
railroad, a distance of 53 miles, the grading and 
bridging are under contract and in progress, Ar- 
rangements have been made for timber, and the 
Board hope that they soon will be for the requisite 
railroad iron. If an ample supply of funds can be 
provided, the whole road can be brought into use 
in twelve months from the present time.” 

Aware of the importance of accomplishing a di- 
rect connection with the Mansfield and Sandusky 
and the Cleveland, Columbus and Cincinnati rail- 
roads as soon as practicable, the Board lost notime 
in endeavoring to procure “an ample supply of 
funds.” The local subscriptions on the western 
division were inadequate to complete the grading 
and bridging, and did not form a sufficient basis of 
credit to provide the superstructure, Additional 
means from other sources were therefore absolutely 
necessary, and it took sume time to obtain them. 
On the 16th day of July the President laid before 
the Board the official subscription of the Mayor of 
the city of Allegheny for 4,000 shares, $200,000 of 
the stock of the company, being in addition toa 
similar sum subscribed when the road was begun; 
and also the official subscription of the President 
of the Pennsylvania railroad company for 5000 
shares, or $250,000 of the stock of the company. 
Both these subscriptions were applicable to the 
completion of the work between Wooster and 
Crestline; and as soon as they could be rendered 
available they were applied to that purpose. If the 
money thus obtained could have been had early in 
the Spring, the work might have been done before 
now; but, notwithstanding the delay of several 
months in the early part of the season, and the wet 
weather, high water, and bad roads which have re- 





give us the through travel and the spring trade over 
the whole distance of 187 miles from Pittsburgh to 
that point. The timber of the superstructure is 
nearly all down, and the iron is laid from Wooster 
to Lakeville, a point 150 miles from Pittsburgh, to 
which the construction trains nowrun, Atornear 
this point, the Springfield, Mount Vernon, and 
Pittsburgh railroaa will intersect our line, and form 
its best and most direct connection with Cincinnati. 
With the advantage of light grades, and a cheap 
line through a beautiful country, we are satisfied 
that this route will compare favorably with any 
other that may be constructed or projected to con- 
nect Cincinnati with Pittsburgh and Philadelphia. 
From Mansfield the iron has been laid eastward to 
a point beyond Lucas, and the work is in progress 
in both directions from Mansfield. 

The Ohio and Pennsylvania railroad company 
was chartered by both the States whose names it 
bears, with ample powers and privileges, for the 
express purpose of making a railroad to connect 
the internal improvement system of one State with 
that that of the other. The joint charter thus 
granted was accepted, and the work prosecuted in 
good faith, for this very purpose. By its provis- 
ions as soon as ten miles of the road were comple. 
ted and brought into use, the charter became per- 
petual, and although the road has had several tem- 
porary termini, and although no limit of time, is 
fixed by the law for the completion of the remain- 
der of the road, its chartered rights extend from the 
city of Pittsburgh to the western line of the State 
of Ohio. 

The Pennsylvania railroad company has agreed 
to subscribe one hundred and fifty thousand dollars 
to the stock of this company, to be expended in 
constructing the connection between the two roads 
in the city of Pittsburgh. A short link, of easy 
construction will also be needed between Crestline 
and Galion, a distance of about three and a half 
miles, to perfect the connection with the Bellefon- 
taine and Indiana road, and with the lines leading 
to Indianapolis and St. Louis. Negotiations are 
pending, but not yet concluded, in relation to both 
of these short but important junction lines. 

A net work of railroads is fast overspreading the 
State of Ohio, and the day of intense competition 
in that State is rapidly approaching. ‘Through the 
Lake Shore line, both of the great rival railroads 
ot the State of New York, the New York and Erie, 
and the Buffalo and Albany roads, are now in ac- 
tual connection with the roads of Ohio. The Bal- 
timore road, after a struggle of twenty-five years, 
has at length reached the Ohio river at Wheeling. 
The passenger runners and freight agents of the 
New York lines are spread throughout the West, 
and the time is at hand when the Pennsylvania 
route must be freed from all unnecessary expenses 
and delays. Pennsylvania can never command 
that share of the through business to which her po- 
sition entitles her, until] the whole line through the 
State is brought into a condition to compare favor- 
ably with rival routes. We have reason to expect 
the completion of the mountain division of the Penn- 
sylvania railroad in a few months, which will do 
away with the greatest difficulty that now impedes 
our progress, 

If the line through Pennsylvania‘ was worked at 
as low rates per mile, and in as systematic a man- 
ner as the New York lines, by a union of interests 
between the Pennsylvania railroad and those be- 
longing to the State, those roads in the West which 
now divert the business from Pittsburgh, weild at 
once become feeders to our improvements. We 
feel assured that the force of competition inust, 
sooner or later, bring about this result so important 
to our road. 

We desire to cultivate friendly relations with all 
other lines, with which ours is or may be connect- 
ed, whilst at the same time we endeavor to protect 
and promote, in every way in our power, the inter- 
ests of our own company. y 

At the Federal street station in Allegheny city, 
we have purchased or appropriated the lots lying 
intermediate between the railroad and the Pennsyl- 
vania canal, so as to give the company a front ot 
about seven hundred feet on the canal for the con- 
venience of transhipping freight. At Massillon 





tarded the contractors since, about thirty working 


ample frontage on the Ohio canal has been secured, 
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and a track laid to the company’s wharf. On the 
opening of canal navigation in the spring we look 
for a large business between these points. 

The Cleveland and Pittsburg, the Cleveland, Co- 
Jumbus and Cincinnati, and the Little Miami rail- 
roads, are working in harmony with our road, to 
the mutual advantage of those lines, together with 
ours and the Pennsylvania railroad, which we hope 
will continue to be the case. 

Enterprising parties in Ohio have undertaken 
the construction of the Cleveland and Mahoning 
road, from Cleveland souta-eastward by way of 
Warren. They propose to connect their line with 
ours at or near New Brighton. When construct- 
ed, this line will give us two alternative routes to 
Cleveland, passing through different districts of 
country. 

The construction of another connection, that of 
the Darlington Cannel Coal railroad has been com- 
menced and will doubtless be pressed forward with 
vigor. This work cannot fail to promote the gen- 
eral income of our read. 

When we reach Mansfield, (which we hope to do 
in about a month,) by means of the Mansfield and 
Sandusky city railroad, we shall have a continu- 
ous connection with Sandusky city, Toledo, and 
Chicago, and we think that the interchange of bu- 
siness at Mansfield, will be highly advantageous 
to both companies. 

The peculiar position of our road, intersecting 
and connecting with so many other lines, running 
westward, north-westward, and south-westwarc, 
renders its relations with other companies exceed- 
ingly complicated : and calls for the exercise of the 
greatest prudence and caution in making arrange- 
ments with reads, which are controlled by so many 
conflicting interests. 

Our rule of action is to make the interests of this 
company, and of its stockholders, the pole-star of 
our policy, and not to be swerved from this course 
either by threats or importunities. Whilst treat- 
ing all applications with respect and attention, we 
are careful to concede nothing calculated to injure 
the interests of those whose trustees and represen- 
tatives we have undertaken to be. 

By pursuing a judicious and firm course of poli- 
cy, we are satisfied that the Ohio and Pennsylvania 
railroad can be always maintained in the position 
of a safe and highly desirable investment. Its 
stock is now at par, or very nearly so, at home, 
where its value is best understood, and its bonds 
are above par in the eastern market. Those who 
subscribed to the stock originally, to help the work 
along in its infancy, have no reason to regret it.— 
They have aided in accomplishing a most import- 
ant public improvement; and they have received 
interest in stock on their paid-up instalments. The 
Board propose now to close the stock interest ac- 
count, and to commence in July next the payment 
of cash dividends. After paying all the expenses 
of keeping up the road, and its equipments, and 
operating it in the best style, and paying the inter- 
est on the company’s bonds, the Board believe that 
the earnings of the year 1853 will pay at least 7 
per cent to the stockholders. In succeeding years, 
when the road and its connections are more fully 
completed, better results may be anticipated. We 
have carefully avoided the creation of a floating 
debt, and have fortunately purchased the iron for 
the road for about three hundred and fifty thousand 
dollars less than it would cost at the present market 
prices, 

Extended western connections working in har- 
mony with our road, are very important to the in- 
terests of this company; and after mature deliber- 
ation, the board have determined to recommend to 
the stockholders to pass resolutions giving authori- 
® to the board to contribute one hundred thousand 

ollars, on the part of this company towards the 
construction of the Springfield, Mount Vernon, and 
Pittsburg railroad, and a like amount to the Ohio 
and Indiana railroad, on such conditions as the 
board may think necessary to protect the interests 
of this company. 

The first of these roads is under contract from 
Springfield to Mount Vernon, and the company 
needs aid to enable it to connect with our road ata 
point east of Loudonville. It is a matter of great 
importance to us to secure this connection with 
central and south western Ohio, and with the city 
of Cincinnati. 





The Ohio and Indiana road is under contract 
trom Crestline to Fort Wayne, and it will form 
part of the most direct route from Chicago to Pitts- 
burg, Philadelphia and New York, Its speedy com- 
pletion will greatly benefit our Co. 

Whilst the board are anxious not to authorise on 
recommendation any expenditure of capital, except 
in cases where it is clearly the company’s interest, 
they feel that in the management of such a great 
enterprise as ours, a reasonable degree of liberality 
is sometimes the soundest and safest policy, and 
whilst gratefully acknowledging the opportune aid 
rendered to them by the Pennsylvania railroad Co. 
they ieel that by aiding the two roads referred to, 
M shall make the best return in our power to ren- 

er. 

No railroad can be considered to be entirely com- 
pleted while the increase of its business requires 
facilities for its accommodation. We have consid- 
ered it good policy to make preparations for a large 
trade, and to increase our side tracks, station hou- 
ses, and other conveniences accordingly. Additions 
must also be made to the equipment ot the road, as 
the developements of the business require. The 
road was originally graded and bridged for a dou- 
ble track from Pittsburg to New Brighton, twenty- 
eight miles, and in accordance with the recom- 
mendation of Solomon W. Roberts, Esq., the chief 
engineer and superintendent, the board propose to 
lay about ten miles of new track between Pittsburg 
and Sewickley, in 1853, which will suffice to com- 
plete the second track between those points, by uni- 
ting the turnouts already laid. The New Brighton 
accommodation train now has thirteen stopping 
places in twenty-eight miles, and applications for 
more are still urged. Unless the doubling of the 
track is begun soon after the road is opened to 
Crestline, this train will begin to produce serious 
inconvenience. 

Negotiations are pending, but not yet consum- 
mated, for the erection of a telegraph line along the 
railroad, the want of which is sensibly felt. 

The cost of the Ohio and Pennsylvania railroad 
will be about half as much per mile as the Penn- 
sylvania railroad, which must always be its main 
eastern connection. When the Central route is 
complete, and all the inclined planes avoided, the 
shortness of this line to Philadelphia and N. York, 
must tell powerfully in its favor. As a line to Bal- 
timore, it has also great advantages, the distance 
from Pittsburg, by Harrisburg, to Baltimore, being 
333 miles, with moderate grades, against 380 miles 
trom Wheeling to Baltimore, with the Alpine 
grades of the Baltimore and Ohio railroad. 

The construction of the Alleghany Valley rail- 
road will give our line a highly important connec- 
tion with Northwestern Pennsylvania and with the 
railroad system of the state of New York. 

The report of the treasurer is herewith submitted 
showing the financial condition of the company. 
The amount ot stock issued is $1,750,700 00; of 
mortgage bonds, $1,750,000 and of income bonds 
$700,000. 

A report made to the president, by the chief engi- 
neer and superintendent, is also submitted for the 
information of stockholders, accompanied by a 
number of tabular statements exhibiting a variety 
of details in relation to the working of the road. 

Respectfully submitted by order of the board of 
directors, Wm. Rosrnson, Jr. President. 





Pennsylvania. 

Susquehanna Railroad.— At the annual election, 
held at the office of the company, in Harrisburg, 
the following gentlemen were elected directors and 
officers of the company: Henry Tiffany, W. F. 
Murdock, Daniel Holt, Alexander Fisher, William 


Gilmor, Simon Cameron, Eli Slifer, Geo. F. Mil- k 


ler, Joseph Casey, Jacob 8. Haldeman, Joseph R. 
Priestley, John B. Packer, Wm. F. Packer. A. B. 
Wasford, chief engineer. 





Illinols,. 

Atlanta and Lagrange Railroad.—This road is 
now completed to Lagrange, some 70 miles from 
Atlanta and within about 15 of West Point, the 
Eastern terminus “of the Montgomery and West 
Point railread. 


Ohio. 

Cleveland, Zanesville and Cincinnati Railroad.— 
The above is the new title for what was formerly 
the Akron Branch road, the name of which has 
been changed as provided by a general law of the 
state. 

The annual meeting of this company was held 
at Akron, on the 26th ult., at which Messrs. Per- 
kins, McMillen, Henry, Miller, Day, Butler and 
Cary, were re-elected directors. The directors 
unanimously re-elected Col. Perkins, president; 
Prof. Day, secretary; and J. W. McMillen treasu- 
rer. The reports of Mr. Grant, the chief engineer 
and the other officers, presented an encouraging 
state of facts as regards the past operations and fu- 
ture prospects of the road, and speak well for the 
prudence and efficiency of the officers and directors 
of the company. The following figures are from 
the annual report: 


EXPENDITURES. 

Right of way. .... cee. cece cece seeees $36,824 90 
Engineering....2 sees seeecccecseesss 16,224 41 
Contingencies. ..0.. ces. secesecesese 10,933 22 
UE ina sndadanwadie odecbmaudins 058 73 
Road bed....2 cece cece cece cece cccees 166,418 80 
Superstructure. .... cece sees voce cece 119,281 38 
Bamipment .... cece coce soce eccccses 37,636 89 

Station buildings and machine shop fix- 
CU dina tdie cave cuss cececoce cect! SORE EE 
Total expenditures..............$408,457 32 
Amount derived from stock.......... 261 224 35 
BOmds. 000 cece cove wees ees sees cee 128,197 61 
Road receipts, Bills payable, etc...... 19,035 36 
$408,457 32 

RECEIPTS. 


The total receipts from the road to December 31, 
were : 


Passenger business., ...........«+++$12,760 50 
Freight and mails. .................. 3,097 77 


-. 15,858 27 
5,240 06 


$10,618 21 


ie ETE TOP ORE PE 
NO CEPOMION, scce cececece 





Nov. of passengers conveyed, 36,404. 





Philadelphia Waking Up. 

The city councils of Philadelphia have voted a 
subscription of 10,000 shares to the Hempfield rail- 
road, 20,000 shares to tae Sunbury and Erie road, 
and instructed their delegates to the meeting of 
stockholders of the Pennsylvania railroad to vote 
in favor of a subscription by the latter to the Ma- 
rietta and Cincinnati railroad. The following is 
the preamble and resolutions adopted in reference 
to the aid proposed to be extended to the Marietta 
road. 


Whereas, In the opinion of councils it is the in- 
terest of the Pennsylvania railroad company to as- 
sist with its credit, within limits suggested by 
sound judgment in forming those links offcommu- 
nication which are necessary to effect the purposes 
of its organization, and to secure to Philade}phia 
her just proportion of the trade of the West and 
South West. which, without active exertion, she 
will be deprived of by reason of the great efforts 
now making by the cities of New York and Balti- 
more to attract the same exclusively to their mar- 


ets, 

Therefore, Resolved, That as stockholders in 
the Pennsylvania railroad company, the councils 
do assent to a subscription by said company of 
$750,000 in the capital stock of the Marietta and 
Cincinnati railroad company, and that his Honor 
Chas. Gilpin, Mayor, and John Price Wetherill 
and Thomas Snowdon, Esqs., presidents of Select 
and Common Councils, be, and they are hereby 
appointed delegates to represent the city of Phila- 
delphia at the next annual meeting of said compa- 
ny, with full authority and instructions to cast the 





vote of the stock held by the city, in behalf of such 
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subscription uponfcondition that the remaining le- 
gislation be first had and obtained. " 


i 
American Railroad Journal. 


Saturday, Febraary 12, 1853. 
Hudson River Railroad. 

We publish this week the returns made by this 
company to the Legislature, under date of Septem- 
ber 30, 1852. 

We have fora long time held, and have frequent- 
ly expressed opinions unfavorable to the financial 
prospects of this road, which we are sorry to see so 
fully confirmed by the figures furnished by the 
company. 

The total cost of the road Sept. Ist 








1851 WaS.... 20. sees vee sees «+ 99,305,551 09 
The total cost of the road Sept Ist, 
BER WRB 0.05 cone cduwahed veces ee 10,527,654 75 


Showing an increase during the year 

eo ceseeee $1,322,103 66 
It will be recollected that the road had been 

opened for its whole length, previous to the jirst 

date. 

The present amount of funded and 


floating debt is..............00.. 7,002,985 42 
The interest on this debt at the legal 
490,208 97 


IT Abel hiine 9000,9000 wenn tees 
The gross receipts of the road the 

PASt VOar WETS ..0. .ccecceecccese. 1,063,659 31 
Expenses for the same period....... 724,876 55 

Leaving for net earnings......... $338,782 76 

Showing the net earnings of the company the 
past year were not enough to pay the accruing in- 
terest of the sum of $151,426 21. 

The company paid interest the past year upon 
$5,783,000 only; a sum of $1,219,985 less than the 
present debt. The interest account is stated at 
$409,264 72. 

The net earnings being only $338,782 76, the 
company were compelled to borrow $70,481 96 to 
meet the accruing interest upon a portion of the 
present debt, while at the same time their funded 
and floating debt increased as before stated by the 
sum of $1,219,985. 

The company are now carrying passengers at 
the rate of one cent per mile. By the returns in 
another column already referred to, it appears that 
the whole number of miles travelled by passengers 
for the year 1852 to be 47,464,368. The expenses 
of passenger transportation for the same period 
were $545,684 99, which is equal to a cost of 
1 15-100 cents per passsenger per mile; that is, it 
cost for the year 1852 1 5-10 mills per passenger per 
mile more than the company is now receiving. The 
company therefore upon their own showing are not 
paying expenses, as far as the passenger traffic is 
concerned, and it is well known its receipts are 
chiefly derived from this source. But this is not 
the only bad featurein the case. The road is still 
very tar from completion. Frem the best inform- 
ation we can obtain, sustained by the opinion of 
some of our best engineers, the expenditure of at 
least 2,500,000 is necessary for this purpose. Only 
55 miles of double track is completed. To raise 
which, at the price obtained for the last securities 
sold by the company, will carry the funded and 
floating debt up to about $10,000,000, requiring a 
net income of $700,000 to pay the interest account 
alone. 

At the rate of one cent per passenger per mile 
the company cannot do better than pay expenses 


OL. ween cows cove cece cece 
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This sum is the ordinary estimate of cost upon the 
average of our roads, Unless therefore this com: 
pany can increase its charge, its receipts will not 
more than meet expenses, as is shown by their owr 
report, 

The surplus which the returns show was derived 
from the freight traffic for the winter of 1851 and 
1852 which is known to have been large, and from 
the highter rates of fare, to wit, 2 cents per mile 
charged for a great part of the year. But the com- 
pany were driven from this high rate, against 
sound policy as we think, by the steamboat com- 
petition. Having yielded to this competition, and 
given the public a taste of low fares, any increase 
of theirrates would probably drive a greater part 
of the travel back again to the river. The com- 
pany are in a dilemma from which we see no way 
of escape, and which supercedes the necessity of 
any inquiry as tothe manner in which its affairs 
have been conducted. If the route be such that the 
business will not pay, then it matters not whether 
the road has cost $10,000,000 or $20,000,000, as far 
as the question of income is conceraed. In such case 
no wanagement can correct the original fault 
wiich consisted in building the road. 

The road in fact occupies a route that will not 
pay. At the rates charged, it is earning notbing, 
and any increase drives its business to other chan- 
nels. The greater part of it is ihe owgh business, and 
it is a maxim in railroading thatthe ¢hrough traffic 
never pays; or in other words, it is the locai traffic 
from which the greatest profit is derived. The 
Hudson river road has the river in front and the 
Harlem railroad in the rear; its local business is 
therefore drawn from a very narrow belt of coun- 
try, without large towns, and not distinguished for 
its productiveness, During the season of naviga- 
tion, ithas no freight traffic worth mentioning, and 
for the same period it holds its passenger traffic on- 
ly by submitting to ruinously low rates. Such 
seems to be a correct statement as to the condition 
and prospects of this company. 

While such are the facts, it is undoubtedly true 
that in the direction and management of the com- 
pany, several capital blunders have been commit- 
ted. The road has cost too much by millions, 
which have been lost in construction; in improvi- 
dent and unwise expenditures, for we do not think 
that any jobs have been made out of this concern by 
the directors. The profits included in the construc- 
tion account have gone into o/her hands. It has 
been unfortunate for this company that it has had 
so little sympathy from the pudcic, which, instead 
of lending a helping hand, has opposed and endea- 
vored to thwart its plans at every step. The conse- 
quence is it has been compelied to pay enormous- 
ly for everything; lands, right of way, and services 
of all kinds. It has made no appeals for public sym- 
pathy, and for that aid which is often far better 
than money, the gocd will ofthe public ; and it pos- 
sesses neither. The internal management of the 
company has been bad from the outset. One or 
two parties connected with the road, have always 
exercised an overshadowing influence which has 
been felt in every department. To this fact is tobe 
attributed the constant and frequent change of its 
executive officers from the highest to the lowest 
grade, Persons who have acquired an enviable repu- 
tation from long experience on other roads, em- 
ployed upon this, have disappeared from it for no 
other reason than their refusal to carry out the will 
of those who constituted the financial strength of 
the company. In fact since the road was first com- 





with any amount of business at its commaud. 


menced, one or two persons have virtually filled the 


offices ot president, chief engineer, treasurer, super- 
intendent, etc., etc. The management of all the de- 
partments was made to conform to their idea ot 
propriety. Here undoubtedly has been a great er- 
ror. Because a man has wealth or great business 
capacity, or stands high in the financial circles, he 
is not in virtue of these, presumed tobe qualified to 
superintend the operations ofa roaor its engineer- 
ing department, and his interferance may be as fatal 
to its success as were his efforts necessary to secure 
the means for its construction. ‘“ Every man is to 
be trusted in his own calling” is a wise maxim, and 
the violation of it has proved destructive to the in- 
terest of other projects than the Hudson river rail- 
road. 

Our only object in the above is to convey a correct 
idea of the condition and prospects of this road.— 
We have argued only from data furnished by the 
company, and which will be found in another col- 
umn. Its condition is fitted to inspire sympathy 
rather than any unkind feeling. It is a great work, 
calculated to promote the interest of this city in the 
highest degree. Those to whose efforts we are in- 
debted for its construction, are certainly deserving 
a very different reward than awaits them. 





Ohio and Pennsylvania Railroad. 

We give this week the 5th annual report of this 
company, which presents its affairs, and future 
prospect, in a very favorable light. 

The road was one of the pioneer projects, in the 
recent railroad movement in Ohio. It commenced 
with feeble means, before confidence had begun to 
be felt in Western roads, and when capital was 
dealt out with a sparing and distrustful hand. The 
company fortunately secured the services of two 
gentlemen to take charge of the financial and en- 
gineering department, who not only brought to their 
respective duties the right kind of ability, but whose 
selection, contributed to secure to the project no 
small amount of the confidence which it now en- 
joys. By dint of good management both at home 
and abroad, the means of the company have been 
increased in equal ratio with the progress of the 
work, and the moment of its completion, is the pe- 
riod of its greatest strength and popularity. To com- 
mence with the slight means at the command of 
this company in the outset, and to carry its work 
forward with a steady and uniform pace, and when 
completed, to show its securities at a large premi- 
um in the market, and its stock at par, is no com- 
mon event. And those who have achieved such 
results, are, more than most men, the benefactors 
of their fellows. The actual advantage of this road 
to the country traversed, is, we have no doubt, ten 
times greater than its cost, in addition to all the di- 
rect revenues that it will yield. 

We are free to speak of this project because we 
have been somewhat familiar with its affairs from 
the start, and we know of no other company that 
have had greater obstacles to encounter, who have 
surmounted them with more untiring energy and 
resolution. Other companies may have done as 
well, if so, they deserve a high meed of praise. 

Accompanying the report of the President is that 
ot the Chief Engineer and Superintendent, S. W. 
Roberts, Esq., which presents more in detail, the 
general statements of the President. When the 
full report is received, we shall refer to it again. 





Pennsyivania. 

Columbia Railroad Monopoly-—We learn from 
Philadelphia that the Pennsylvania Central rail- 
road company have purchased the interest held by 
Messrs, Bingham & Dock in the Columbia road. 
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Railroad Iron. 

The progress of our railroads is an interesting 
subject, in connection with the supply and prices 
of railroad iron; and it is well to keep the former 
in view, as a means of estimating the probable tu- 
ture price of this most important article in our great 
enterprizes. 

The increased mileage of our railroads for the 
past few years has been as follows: 

Annual 


inerease. 
No. of miles opened Jan. 1,1848.... 5,565 
1849.... 6,397 832 
se “ ‘s “  —-1851.... 8,856 *1,215 
“ Ks 7 _ 1852°-+-10,814 1,958 
” . " . 1853....13,314 2,500 


We estimate the mileage opened the present 
the mark. Assuming a favorable condition of the 
money market, the mileage opened in 1854 will be 
at least 3,500 miles. On the Ist day of January, 
1855, therefore, or a little less than two years from 
year, to be, 3,075; which certainly is not above 
this time, there will be 20,000 miles of railroad in 
operation in the United States. In the meantime 
a large amount of double track will be laid, say 
from 800 to 1,000 miles. 

At the present weight used, it requires about 
100,000 tons of rails to every 1,000 miles of new 
road. Upon all the railroads in the United States, 
therefore, there will be laid on the first day of Jan., 
1855, over 2,000,000 tons of railroad iron. 

But the amount that goes into rails makes but a 
small portion of the aggregate for which railroads 
create demand and consumption. ‘The consump- 
tion consequent upon, and immediately following 
the construction of railroads, is probably three 
times greater than the quantity used for rail.— 
Should this estimate prove correct, it will be seen 
that the demand for rails will bear but asmall pro- 
portion te that for other objects. 

How is this demand tobe supplied? Largely by 
our Own works, no doubt. We shall also be com- 
pelled to obtain extensive supplies from the foreign 
maker. 

We state these facts as means of forming a cor- 
rect estimate as to the future. From the data giv- 
en, parties must and will make such figures, as 
will suit themselves, as to the prospective price of 
rails. 

We presume the make in this country, as well 
as in Great Britain, will be rapidly increased to 
supply the immense demand which 1s inevitable. 


Air Linc Railroad. 

We have the satisfaction of stating that this im. 
portant project has recently been placed under con- 
tract to parties who unite the highest respectability 
of character and great experience in railroad con- 
struction, with ample means. The work of con- 
struction will be commenced immediately, with a 
design of completing the whole road, with,the least 
practicable delay. 

The road when completed, wili furm the nearest 
practicable route between Boston and New York, 
and wiil be some 20 miles at least shorter than any 
other. In addition to this advantage to the through 
travel, no portion of Connecticut will supply a 
larger local business than the line traversed by this 
road. It is densely filled with a rich, industrious 
and active population, which as yet are unsupplied 
with suitakle railroad accommodation, connecting 
with the two great eastern markets, New York and 
Boston. 

The~railroads of Connecticut as a general rule 








* Two years, aveiaged. 





have been very successful enterprises. They are 
constructed at a comparatively low cost, and the 
pumerous manufacturing establishments scattered 
over the whole State afford a large and lucrative 
traffic. The relations between these, and the cities 
named, are most intimate, which secures to the 
roads a very iarge freight, as well as passenger 
traffic. 

The immense freight and passenger business be- 
tween Boston and New York is well known. 
There are three daily lines made up partly of rail- 
roads and water, and two by railroad, all of 
which are well patronized, making five well 
supported lines. This fact must bea sufficient 
guarantee fora large through business upov the 
proposed road, while at the same time there can be 
no doubt of a lucrative business from local traf- 
fic. 





Stock and Money Market. 

During the present week there has been a very 
unsteady stock market, principally among the fan- 
cies, For the first few days there was a large de- 
cline in Erie, Harlem and Hudson River, most of 
which have, however, nearly recovered their old 
standing. For sound securities the demand con- 
tinues good, and money remains abundant for all 
practicable purposes. 

The principal event of the week, is the announce- 
ment of a new loan for the Erie railroad of $10,- 
900,000, secured by a mortgage which takes pre- 
cedence of the $10,000,000 convertible and income 
bonds. The knowledge of the loan appears to have 
had a favorable effect upon the securities and stock 
of the company. 


Railway Share & Stock List; 
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GOVERNMENT AND STATE SECURITIES. 


1 IIIs didi cdi cecaictsane icon 1003 
U. 8: 6a, 1856 50sec cece cove cece cece cocs cece 1083 
UD, Bi Ge, LUG oss cet ics od tede Koec'ccss 115 
U.S. 6's, IOC COUPON So oc 08s eee Sess cede 115 
U.S 6s, NOOB i icinc dee Casidans GePeseeh Vodk 120 
Ws INO o cecididud Videivedcbes Hasdieg 120 
U. S. 6’s, 1868—coupon .... 20. cece cece cece 120 
REE OR vend cciea wade «i dede séne cdae daneel 1013 
Indiana 24.. aehbedtde dv bdciivs Weedets GF 
" Canal loan Wariad 5 ide eiu tind vided 96 
Canal preferred 8’s..00... secs cece. 
Alabama 5’s.... .... Wade webe downddes dbded 98 
Ripon C6 1GET sai lies des Sis cds ctbrvees 89 
Illinois 6’s—interest .... .... sees cone coeecee. Ol 
Kentucky 6’s, 1871.. whaarne .. 110 
Maryland O8 ..0s cous cccis socewsds sans Fe4s LNG 
New York 6’s, 1854- 5. Nidsedwiesehees tela dekh 108 
New York 6's, IDCOPGIVG cde di chba ccd 116 
New York 6's, 1864-'65.... 0... 0000 cone caee 1194 
New York 6's; 3 y., 1966.5: 600 cede cecscccc: 1193 
New York 5}’s, 1860-’61.. osiodin <ul lll 
New York 5}’s, 1865.. Co Guns, bice deeaagnee 
New York 5’s, 1854-’55.. sce wssdveee 106 
New York 5's, 1858-60-62... wee des Seeas 108 
How Verts Wa, 1006 ie.. veicdeccte cts cictcy: 13 
New York 4}’s, 1858-’59-’64........... err 
Canal certificates, 6 Os, 106) is. it ii —— 
CNM BOR cains talts 006s tcdu cece avis CACAO 
Obie Ca, 10GB. iriiks ein isi Wiis Chai! 1094 
Qhi0 G6, 180 fis 0 dacs hide teks ie ds deus acd lle 
Ohio G6 1OTB soins kine. ice 688s be bes edhe 1164 
Cid BS; WEB scan odes nocd Vuccieee duce Clsai 106 
Ohio 7’s, 1851.. oe teen ces cone wens cece LOSS 
Pennsylvania Bs. Wigs Sade cee sss 
Pennsylvania 6’s, 1847, PED ree Ghats pais eee. 101 
Pennsylvania 6’s, 1879... Sede édov esos cave 993 
Tennessee 5'S.... ccee cece cece cece cece cscs D4 


Tennessee 6’s, 1880 1... 600. cece cece cece ma 
Virginia 6’s, 1886.00. eeee 8G C4044 Gave eeeve 1104 


CITY SECURITIES—BONDS. 
Brookl 6’8 ce. eeee eee Cee eeeeee eee eee 1 
Albany 6’s, 1871- RG HOODS IPS 107} 
Cimbimnatl 600255 .cc5 ves Jace secs beks ceed - 1034 
St. Louis eeee eeee eeee eeee eee ese Cee FHGe +2104 
Louisville 6’s 1880 .... cco ccce cocs cece cess 
Pittsburg 6’s, 1869-1871 eeee eee eee C888 oar 
New York 7's, einsanaiecoe 4040-deendewinaxee 
New York 5’s, 1858-60 ......... cddd dane dyoa tee 
New York 5’s, 1870-75 220. cece cove cece cece LOSS 
New York 5’s, 1890.... ee ee Cee eee eee «ee 104 
Fire loan 5’s, 1886 


Philadelphia 6’s, 1876-90. sss ee vee scans 
Baltimore 1870-90. aa eee cece coe kee 
Poste 06.50 ices sees sida SE 


RALLROAD BONDS. 
Erie Ist mortgage, 7's, 1867.... 200. «see rove Bh 
Erie 2d mortgage, 0 Oy MO cand band deed cunqalen 
Erie income 7s, t We adda uogd cneucunnuke On 
Erie convertibie bonds, 7’s, 1871............. 98 
Hudson River Ist mort., 7’s, 1869...........106 
Hudson River 2d mort., 7’s, 1860............ 99% 
New York and New Haven 7s, av gece cone i 
Reading 6’s, 1870........... Sase cece . 92% 
Reading mortgage, 6’s, 1860................ 953 
Michigan Central, convertible, 8's, 1860.....111 


Michigan Southern, F8, LBBB socecie- eoee oo 102 
Cleveland, Col. aad Cin. a eee 
Cleveland and Pittsburg 7s, oe ee 
Ohio and Pennsytvania 7’s, 1865 ...........1094 
Ohio Central. 718, 18GE: cc iccctatiic ve0k stsa: $0 
RAILROAD STOCKS, 
[CORRECTED FOR WEDNESDAY OF EACH WEEK.] 
- Feb. 3. Feb. 10. 
Albany and Schenectady. ......1134 114 
Boston and Maine.... ulate 105} 
Boston and Lowell ........ .... 1053 106 
Boston and Worcester,........105 1033 
Boston and Providence . « & 893 
Baltimore and Ohio ........... 904 903 
Baltimore and Susquehanna.... 33 34 
Cleveland and Columbus....... 1944 125 
Columbus and Xenia.......... = 
Camden and Amboy .... mass "149 150 
Delaware and Hudson (canal). . 130 130 
ance edge «SS 98 
Ton n00s quenieuss ubdc seve cos -S8 92 
Fall River... eee Ceeee eeeeees 1043 
Fitchburgh .... ..0.0.- sees cece 102 102 
Georgia.... eeee Cees ees esses — 
Georgia Central............... — - 
PENN arin ddd Kécnidn ce o0se ss GO 69} 
OTE ene cove cece lll 115 


Hartford and New Haven......129 


129 
Housatonic (preferred)......... 35 35 
Hudson River......... Seda dece 70 68 
Little Miami .................1193 120 
Long Taland .... cose secccesscss SBy 394 
SO ibn cone catnimo 99 99 
Madison and Indianapolis. simi 105 
Michigan Central.............1062 107} 
Michigan Southern........ 0002125 124 
New York and New ee 116} 
New Jersey........ ee 129 
Nashua and Lowell............ — 
New Bedford and Taunton...,. 117 117 
Norwich and \ ravens hace aaa ee 52k 
Ogdensburgh .... 0... secec cece 278 284 
Pennsylvania .... 2... ccs cece 50 494 
Philadelphia, Wilm’ gton & Balt. 40 40} 
es geweee Ce eg = 
Richmond and Fredericksburg... 105 103 
Richmond and Petersburg... .. 35 35 
cee, LOE pe cece coos es SOF 873 
Rochester and Syracuse... éesatee 126 
SUOMI MIOR 200k oocs ss ccc ncce OTR 57 
South Carolina................ 1223 1224 
Syracuse and Utica....,.......146} 146} 
Taunton Branch..............115 115 
Utica and Schenectady..... +0002 153 149 
Vermont Central.............. 214 
Vermont and Massachusetts.... 21 203 
Virginia Central.............. 40 40 
WR OMEIM, icon vis cisiedus sce cs NOt 101} 
Wilmington and Raleigh ...... it 57% 





: Railroad Lanterns, 
Our readers will find an advertisement of every 





variety of railroad Lanterns in another page 
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Quebec and Richmond Railroad, 

We find in Herapath’s London Railway Journal 
a communication from Mr. Ross, the engineer of 
this road, which conveys a very correct idea of its 
objects and character. It is a work indispensible 
to the prosperity of Quebec, the great seaport of the 
Canadas. In the summer season it will be the fa- 
vorite route of pleasure tours in this country, and 
will be then thronged with travel. The country 
about Quebec presents some of the finest scenery 
in the world, and is one of the few places on this 
continent possessing great historic interest. One 
hundred years ago a great battle before its walls de- 
cided the long contest between England and France 
for supremacy, and left the Anglo Saxons the do- 
minant race on this continent, an event which has 
been followed by the most momentous results. 

It is a hallowed spot too in our own recollection, 
from the achievements and suffering of our people, 
during the war of the revolution. It is also the old- 
est city in the United Statesor Canada; and as far 
as its appearance and the character of a large por- 
tion of its population is concerned, we get by vis- 
iting it a good idea of a city of the old world with- 
out the disagreeable necessity of crossing the ocean. 
These considerations render Quebec a most attrac- 
tive point to the pleasure tourist, with all the pre- 
sent inconveniences oftravel. With arailroad, and 
one too traversing a beautiful section of country, 
ten persons will visit it whgn one now does, 

In the winter Quebec is entirely cut off from the 
commercial world, to the great injury of all its in- 
terests, ‘The above road will supply the conditions 
wanting to secure to her a growth corresponding 
to that of other cities similarly situated in this 
country. During the period in which navigation 
is closed, this road must constitute the channel 
through which the wants of some 300,000 people 
will be supplied. In connection with the St. Law- 
rence and Atlantic and Atlantic and St. Lawrence 
railroads, those people will be brought into connec- 
tion with Montreal and with Portland, where is 
one of the best harbors in the United States. We 
are pleased to learn that a road of so much import- 
ance is making very rapid and satisfactory pro- 
gress, 

Mr. Ross speaks in high, but deserved terms, of 
Mr, A. C. Morron, one of our most distinguished 
and competent engineers, to whom the Provincial 
and numerous important railroads in the United 
States are so much indebted for the present favor- 
able position they now occupy. We are sorry to 
add, however, that when he speaks of the railroads 
in the United States, he males himself quite ridi- 
culous. In his report he says :— 7 

“ As to the character of the works of construction, 
in the United States these are generally (indeed, 
almost without vas iter hed a very indifferent and 
temporary kind—so much so, as to deter any trav- 
elling beyond 20 miles pe hour, and even at this 
speed a journey is rarely performed without some 
accident or mishap, owing to the imperfect state of 
the road, the consequences of which are apparent 
in the cost of working. And in every instance in 
which I have seen any account published, it is more 
than double the cost per mile common to railways 
in this country, and with loads not reaching one 
quarter the extent they do here, besides the liabili- 
ty (frequently occurring) of the large timber struc- 
tures with which they cross the rivers taking fire, 
and causing a complete cessation of travel until 
the damage is repaired.” 


All this is entirely incorrect. Our leading roads 


in the Northern States, are not only well built, but 
they run at a speed fully up to the limits of true econ- 
omy. The destruction of our wooden structures 


their construction is not considerably objected to 
on this account, their cheapness being taken into 
consideration. So with the cost of operating our 
roads. We are quite sure that we manage them 
more economically than any other people. How- 
ever this may be, we put passengers over them at 
the rate of from 30 to 40 miles per hour, and con- 
ti. ue to make them pay from 6 to12 per cent. upon 
their cost, which, after all, is the best test of good 
management and proper construction. 





Macon and Western Railroad. 

The vost ot this company just published pre- 
sents the following results of the operations of the 
road for the past year. The gross earnings for this 
period have been $269,955 93, and the expenses 
chargeable to the same, $116,358 74—leaving net 
$153,697 19. If to this be added the amount at 
credit of profit and loss per last report, proceeds of 
old iron, and bonds issued since last report, we 
have the sum of $238,221 10. Out of this the fol- 
lowing disbursements have been made—to wit: 
Paid dividends Nos. 11 and 12in Febru- 

ary and August last..........+......97,120 00 
interest On Bonds. 2... isis vcwecvsie veces 10,780 00 


State and City Tax...c.seccccncsecoce 3,010 75 
Paid forfconstruction, new Engines, Cars 

TE cupapoas.cess pvee pene nuns ccdeeccn GeeeOe 
Bonds redeemed and cancelled......... 5,000 00 





$165,641 57 
Leaving a balance in hand of $72,579 53 to be 
nagmegnnne to dividend and reserved fund. 
here was a decrease in passenger earnings, as 
compared with the year 1851, of 10} per cent., and 
an increase of freight earnings ot 72 per cent. 
The aggregate increase of earnings was 27} per 
cent,, which,on the whole, is a satisfactory result, 
as the Superintendent, Mr. Foote, remarks. He 
entertains aconfident belief, that this increase wil! 
be continued. 

The expenses of operating the road have been 
about 11 per cent. more than for the previous year. 
This is partly accounted for by the greater amount 
of fuel and material for repairs of road purchased 
during the year, and nowon hand. The whole ex- 
penditure for the year is about 43 per cent. of the 
gross earnings. 

The cost of new engine, new depots, machine 
shops, freight cars, &c., will involve an outlay of 
about $75,000, a large portion ot which will be re- 
quired during the present year. When these are 
made, the President says, ‘the road will be com- 
plete in all itsdepartments, and no further outlay 
will ever be required; aud as the increasing busi- 
ness and profits of the road are amply sufficient to 
warrant it, he recommends an increase of capital 
stock for this.” 

The Board in January last, authorized the issue 
and sale of the company’s bonds to the amount of 
$65,000, for the purpose of meeting contracts pre- 
viously made, for new construction, new engines, 
cars, &c. But the funds accruing from the sale of 
old iron, obviated the necessity of selling more than 
$38,000 of them. 

The new passenger depot, freight warehouse, 
&c., at the junction of the Central, Southwestern, 
and Macon and Western tracks, in Macon, are 
under way, and will be completed early the present 
year. Nothing has been done in Atlanta towards 
remedying the badly arranged tracks and build- 
ings there. 

he Thomaston and Barnesville railroad com- 
pany have completed the location of their road 
from Thomaston to Barnesville, and contracted 
with John D. Gray, Esq., for grading the whole 
line. This road is to conaect with tee Macon and 
Western at Barnesville, and extend to the flourish- 
ing town of Thomaston, in Upson county; and 
when finished, the President believes it will not 
only secure the business now and heretofore re- 
ceived from that town and county, but will un- 
questionably bring to the Macon and Western 
road, much new and profitable business from the 
counties of ‘Talbot and Meriwether, which, with- 
out this road. will be diverted in a different direc- 
tion. 





by fire is of very rare occurrence—so much so, that 


At the annual meeting the following gentlemen 


were elected: Isaac Scott, President; Directors, 
Andrew Low, Edward Padelford, J.C. Levy, Chas, 
Moran, Drake Mills, Adam Norrie, Ker Boyce, 
F. C. Matthiesson, N. C, Munroe, J. B. Ross, 
James Thweatt, C.J. McDonald. 

The following is the financial statement of the 
company’s affairs Ist Dec. 1852. 


Construction account.... .... .+++ eee. $1,276,422 
Difference between the par value of 
shares and the amount as issued to 
stockholders .... .s00seee eens cececes O10,00200 
Griffin Plank roak..........0..+++0+. 12,00000 
ASSets .... voce voce cee ones 96,051 36 
Liabilities........ 000.000. 2,471 83 
-— 92,579 53 


$1,596,283 53 
Capital stock 12,140 shares at $100 per 
SNE 666s. cnks cces tate ores ceeticenne 1,214,000 
BORG. isk ee Vai ieee evit 
Less amountcancelled........ 5,000 





168,000 
ee epeccnee sees cece 35,000 
«++. 126,919 00 
53,364 52 


$1,596,283 53 


Reserved fund..... 
OE RUE BOND Ss ac nnee cee cuseste 
Iron account, sale Of .... cece cece cesese 








Pennsylvania, 

Philadelphia and Reading Railroad Company.— 
At an election of this Company for officers, beld 
January 10th, the following named gentlemen were 
unanimously elected to serve for the ensuing year: 

President—John Tucker 


Managers.—Samuel Norris, Charles 8. Boker, 
Robert D. Cullen, George W. Richards, Matthias 
S. Richards, Christopher Loser, 


Secretary and Treaswrer—Samuel Bradford. 


Southern Michigan and Northern Indiana 
Railroad. 

Below we give the semi-annual statement of the 
financial condition of this company, upon the first 
day ot January 1853. 

In presenting the foregoing exhibit we have two 
sources of gratification ;—in the favorable state of 
the Co’s affairs, which furnish an excellent illustra- 
tion, in resudt of what we have so often attempted 
to prove the productiveness of western railroads; 
and in the excellent example set by these company’s 
in making a full, lucid and satisfactory exhibit of 
their affairs upon making a dividend. The two acts 
should always go together; and the statement in 
the present case, is alike creditable to the company 
and the success of the road. . 

The business of these companies the past 6 months, 
large as it has been, must be much larger for the 
future, not only from the rapid progress of the west- 
ern states in wealth and population, but from the 
more favorable relations it bears to other roads. 
The completion of the Toledo, Norwalk and Cleve- 
land 1ead, which connects with this road at Toledo 
forms a direct outlet east, while from its western 
terminus, Chicago, railroads are making the most 
rapid progress in every direction. At that point 
concentrates the trade of the greater’portion of Illin- 
ois, Missouri, Indiana and a large portion of 
Wisconsin, embracing an aggregate population of 
1,500,000, For this vast aggregate, the above road 
with its connections constitutes the only present 
outlet by railroad. The travel from the present 
year must therefore be greatly in excess of the past. 

Its local business, too, must increase very rapidly 
from the fact that it traverses an exceedingly fertile 
section of country, though but slightly developed 
from its very recent settlement. 


The Northern Indiana road was opened for use 
through its entire length in June 1852, thus furnish- 
ing, in connection with the Michigan Southern R. 
R. a direct communication from Chicago to Lake 





Erie at Monroe and Toledo, 
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In pursuance of agreements made between the! MAIN LINE. 30 first class passenger cats. 
two companies, the entire line from Chicago to'rfain line of the Michigan 8 second class z 
lake Erie has been operated and managed as one} Southern road........ 131 244 miles main line 13 Emigrant r 
road since the first day of July 1852. Main line northern Ind. ? 12 baggage ) 
The gross earnings for the six months ending] road......... ......-- 113 6 Post office 
Dec. 31, 1852, were as follows: BRANCHES. e 
1852, Passengers. Freight. Mails, & Misc. Total.| Tecumseh Branch...... 10 miles 69 
July $54,303 88 $23,168 80 $4284 $77,515 52| Constantine Branch.... 4 “ Patthe racks, ...0 ccosc coce.cese qeounnne seseuas OO 
Aug. 63,403 42 28,063 58 126 40 91.593 40| Erie and Kalamazoo 








Sept. 6831796 46,972 02 115,289 98] Branch ...0.... «ss. 33 
Oct. 79,180 75 52,051 46 131,232 21 Michigan City Branch.14 “ 
Nov. 41,573 12 56,805 74 3,70498 102,083 84|Goshen Branch....... 10 * 
Dec. 25,444 43 26,269 29 51,713 72 a—— “Si “Branches. 
Mail 22,75 33 22,758 33 
Total miles........... 315 
332,223 56 233,330 89 26,632 55 592,187 00 


The expenditures for the 
same period have been: 
For operating and repairs 
of road and equipment, 
rents paid tc the Erie and 
Kalamazoo road, taxes, 
and the general manage- 


| ln. ddaelnddars 293,046 75 
For interest........ see. 92,653 41 
—— 385,700 16 


Net earnings for six months..........$206 486 84 


The Income Account, on the Ist Jan. 1853, stood 
as follows: 


1852. Balance of income account July 
LOOM 086 6b0n seca inde canctdsdirve GG DH 

Gross earnings for six months as per 
the preceding statement............ 592,187 00 
$641,801 70 





Less operating expenses, 








All the roads (except the Tecumseh Branch of 
10 miles) are laid with a substantial rail of 58 Ibs. 


to the yard. 


The financial condition of the companies, on the 1st 
day of January, 1853, was as follows ; 

1853. Dr. 
Jan. 1. To capital stock of the Mi- 
chigan Southern railroad compa- 

WY a ds cccassisidsa ccs ccseacede $1,244,500 00 
Michigan Southern railroad 8 per 

cent bonds, due July, 1853........ 30,664 00 
Do. 7 per cent. mortgage bonds, due 
WOOO is << caewwequ caseis le eaetes. 995,000 00 
Do. 8 per cent. bonds, due in 1857... 500,000 00 
Amount owing to the State of Michi- 
gan, payable $50,000 per annum, 


with interest at 6 per cent........ 150,000 00 
Bills payable... 1... cece eee eeeee 263,547 39 
Capital stock of the Northern Indiana 

railroad company ......-.eeeeeee 1,254,910 58 


7 per cent mortgage bonds, Northern 
Indiana railroad company, due in 


rents, taxes, etc........ $293,046 75 FOG anda cnccchindecd seveanas us 981,000 00 
Enterest...0. cece cove cece 92,653 41 Do. bills payable .... ..+. eeee eeeeee 500,752 72 
385,700 16] Dividends due.... .... 1.2. cece cece 3,770 13 

Erie and Kalamazoo railroad bonds, 
1853. Jan. Ist. Balance to the credit of GUG TH TOG 65 ue 04sa node d0de ceee 250,000 00 


UE GOCOUM i o.o x6 cn as.ncne cess asec $256,101 54 
A semi-annual dividend of 5 per cent. 

upcen the capital stock of the compa- 

nies was paid on the 3rd of Jan. inst. 

AMOUNTING tO. 000 ccee seve coes cess 124,970 52 
Leaving a balance of income account, 

after payment of dividend of. ......$131,131 02 
Against this balance there has been 

charged, for extraordinary expenses 

incurred in forming the boat connec- 

tions upon lakes Erie and Michigan 

during the past season,............ 34,357 86 
Leaving to the credit of the income ac- 

QOUME iso. cescscds Ch ies cede cs Geer 18 


This road was opened for use at a period when 
business arrangements for the year had been gene- 
rally formed. 

Owing to delay in fulfilling contracts by manu- 
facturers and contractors, it was deficient in loco- 
motive power ,and in accommodations for the trans 
portation and storage of freight. It was also with- 
out railroad connections at the east or the west and 
dependent for all its through business upon the lake 
boats, (and for a portion of the time without any 
such connections fe lake Michigan.) Its busi- 
hess was interrupted by the relaying of thirty miles 
ot track during the fall; its machine shops were 
uncompleted, and the efficiency of its machinery 
thereby impaired, while the expense of repairs was 
increased; and it was subject to large incidental 
expenses necessarily attending the bringing into 
use of a long line of new road, of which 186 miles 
had been opened tothe public within 18 months 
from the commencement of its construction; and 
it met with an active competition for all its through 
business, from an old, thoroughly organized and 
powerful rival company. 

In view of these circumstances, the directors re- 
gard the result of their current half-year’s business 
as not only highly satisfactory but also as fully 
justifying their most sanguine expectations as to 
the value and productiveness of the stock of these 
companies, 

The length of roads of the companies is as fol- 





Income &CCOUNt..0. cecccccccescces 200,101 54 


$6,430,246 36 








1853. Cr. 
Jan. 1. By construction Michigan 

Bogthere TOO so.06 sees cceunvense $2,868,619 38 
Do. Northern Indiana road......... 2,585,705 95 
Do. Erie and Kalamazoo road...... 247,180 78 
Steamboats........ da cecdaguaqedeas 141,810 14 
ron rails off hamdscecccks sistoyess 118,000 00 
Wood and materials on hand....... 45,982 29 
Bills and sums receivable.......... 169,397 91 
Cash Ty hake s 9.ka ts sues ee nsiwdes 75,950 59 
Do. in hands of Superintendant and 

SIA one. c0ds naus 9000 canestas... Se 








$36,430,246 36 








From the foregoing statement it will be seen, 
that after deducting the cash and other property on 
hand, the present actual investment in the construc- 
tion and equipment of the 315 miles of road is about 
six millions of dollars. This is less than $20,000 
per mile—a cost not exceeding one-third to one-half 
the cost of similar works in New York and the 
Eastern States—and being also very considerably 
below the average cost per mile of other first class 
roads in the Western States—as will appear from 
the following comparative statement: 

315 miles roads of Mihcigan Southern and North- 
ern Indiana companies, cost $6,000,000, equal to 
$19,000 to $20,000 per mile. 

280 miles Michigan Central, cost $8,000,000 to 
$8,500,000, equal to $28,000 to $30,000 per mile. 

126 miles Cleveland and Columbus, cost $3,250,- 
000 to $3,500,000, equal to $26,000 to $27,000 per 
mile. 

834 miles Little Miami road, $2,634,000, equal 
to $31,500 per mile. 

Owing to the large amount of business offering, 
it is necessary to provide an ample equipment.— 
The equipment accouts, on the Ist day of January, 
1853, were about $600,000. This must be consid- 
erably increased, in order to meet the demands of 
business. 

The equipment on Ist of January, 1853, consist- 


Platform cars, equal to 4 wheels.............148 
Covered cars, equal to 4 wheels.... .... «00. +.547 


otal. ccicie ccc. quae cavcendnrvan samen’ 


Eight additional locomotives, and 150 freight cars 
have been contracted for, and will be ready for the 
business of the present season. 

The prospects for a large business for this com- 
pany for the current year are rendered certain by 
the completion of the entire line of Lake Shore road 
between Toledo, Cleveland and Buffalo. The last 
link in the chain between Cleveland and Toledo 
was completed on the 24th January instant. To 
meet the increasing travel it has been found neces- 
sary to run an additional daily train—thus provid- 
ing a morning and evening train between Toledo 
and Chicago. This will commence running on 
the 7th February next. The Chicago and Rock 
{sland road, from Chicago to Lasalle, at the head 
of navigation on the Illinois river, 100 miles from 
Chicago, will be opened in March ensuing. This 
road is a most important tributary to the business 
of the Northern Indiana company, and will draw a 
large share of the travel from St. Louis for the 
East. Joun B. Jervis, President, 

Epwin ©. Lircarienp, Treasurer. 





Hudson River Railroad, 
Return of the Hudson River Railroad, wnder the 
Laws of New York, for the year ending Septem- 


ber 30, 1852. 
Capital stock as by charter. ........ $4,000,000 00 
Amount of stock subscribed........ 3,753,475 99 
Amount paid in, as by lastreport.... 3,703,229 23 
Total amount now paid in of capital 

BOOK, «acces cevice cocsccscscccce. 5 MOSIS 
Funded debt, as by last report....... 5,646,884 92 


Total amount now, of funded debt... 6,046,395 00 
Floating debt as per last report...... 159,427 58 
The amount now, of floating debt... 956,590 42 
Total amount now, of funded and 

NORM RE GU on kc cide sce gavte 7,002,935 42 
Average rate per annum of interest 

on funded debt.... seven per ct. 


COST OF ROAD AND EQUIPMENT. 


As per last To present 
report. time. 
For graduation and mason- 
TY. eee cece cone cone oeet4,249,990 $4,656,636 
Bridges.... 4,345 234,868 
Superstructure, including 


eee tees eeeeee 


cece ccsccece. I 





PON .... ceeee sees sees 1,777,524 1,851,469 
Passenger and freight sta- 
tions, engine and car hou- 
ses, machine shops, ma- 
CUGGEE his -6 sence ag ase 444 434 575,174 
Land, land damages & fen- 
COB cove cove cove cece cece 796,216 849,760 
Locomotives and fixtures 
and snow plows........ 163,926 319,714 
Passenger and baggage 
COPE. ccemecen cocccceccs §6146,051 168,772 
Freight and other cars..... 77,811 318,039 
Engineering and agencies. 416,021 466,038 
Other expenditures, not enu- 
merated above, including 
interest on stock........ 1,058,630 1,087,171 
otal. nce seddivss ces $9,305,551 $10,527,654 


CHARACTERISTICS OF ROAD, 
Length of road... .... 22. 2.22 e000 eee 144 miles, 
Length of double track, including sid- 

MMaees dens cane doce $5As aann.nene <4 55 do, 
Weight of rail, per yard, on main track. 70 lbs. 
Number of engine houses and shops, six 

engine houses and 3 shops, engines... 44 

{ passenger cars, Ist class, 
Rated asg | 78; do 2nd class and emi- 


and express cars, 19; fre’t 








lows: 


ed of 46 locomotives, of from 16 to 22 tons each. 


wheel cars, 4 8'ant, 4; baggage, mail 
cars 447, 








108 
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DOINGS OF THE YEAR IN TRANSPORTATION, 


Miles run by passenger trains.... 555,968 
Miles run by freight trains...... 244,289 
Rate of fare per mile charged to 

passengers, in respective class- 

GB 0 66's 5s ove cove voce soonest COMO S cents, 
Number of passengers (all classes) 

carried in Cars.......2. 60 s'ddee 1,125,633 
Number of miles travelled by pas- 

i PERE TS MEL TERETE ELE 47,464,368 
Number of tons, of 2,000 pounds 

of freight carried in cars....... 65,0453 
Total movement of freight, or num- 

ber of tons carried one mile.... 7,634,678 
Average rate of speed adopted by 

ordinary passenger trains, inclu- 

ding stops, (miles per hour).... 27,68-100 
Rate of speed of same, when in 

motion..... bibs wide 4U 80:08 50.00 35 
Average rate of speed adopted by 

express trains including stops... 35.50-100 


Rate of speed of same, when in mo- 


SODA sain b owoees oh dEbeiintdiiwee 45 
Average rate of speed adopted by 
treight trains, including stops... 16.65-100 
Rate of speed of same when in mo- 
PRias 0'ssin 6400 s0de'0 cd pees-oces 25 
Tons. 
Average weight in tons of passen- 
ger trains, exclusive of passen- 
gers and baggage... ........ 0. 783 
Average weight in tons of freight 
trains, exclusive of freight. .... 128% 
The amount of freight in tons.... 65,0453 
The product of the forest......... 1,017 
Do of animals....... 22,2472 
Vegetable food ........ sees seceee 3,497 
Other agricultural products....... 9,820 
TERRE nin cibicsmeeenens 10,630 
DEQTORRAGING.. 000. c000 ccveeee 14,0783 
GRROER BUNCIES 65:5 55 v0 KbSO Kew Ces 3,755 


EXPENSES OF MAINTAINING ROAD. 


ALLOTTED TO. 

Pass. Freight 

transpor- trans- 

Amount. tation. portat’n 
Repairs of road-bed and 


railway, excepting cost 





of iron, (see law)...... $59,512 $49,674 $9,837 
Depreciation of way.... ...... Cookies Sones 
Repairs of buildings.... 780 520 260 
Repairs of fences and 
GALES . oie disc sesencds 23 15 8 
Taxes on real estate.... 10,846 10,231 615 
ROS, . 0.00 0600 0065 $71,163 $60,441 10,721 


EXPENSES OF REPAIRS OF MACHINERY. 
Repairs of engines and 


Oe $62,325 $51,550 10,775 
Repairs of passenger and 

baggage cars......... 34,907 34,907 ..... 
Repairs of freight cars.. 4,594 ...... 594 
Repairs of tolls and ma- 

chinery in shops...... 2,289 1,526 763 
Incidental expenses, in- 

cluding oil, fuel, clerks, 

watchmen, etc., about 

EPR es supe seen vine 9912 8608 1,304 





Totals. .............114,029 $96,592 $17,437 
EXPENSES OF OPERATING THE ROAD. 
Office expenses, station- 


CTY, CC. cee ere coos. $8,822 $5,881 $2,940 
Agents and clerks... .... 27,490 21,326 6,163 
Labor, loading and un- 

loading freight....... 20,821 ..... 20,821 
Porter, watchmen and 

switch tenders........ 78,438 68,258 10,179 
Wood and water station 

attendance..:........ 6,259 1,629 
Conductors, baggage and 

brakemen ........... 32,881 26,921 5,990 
Enginemen and firemen. 24,421 21,281 3,140 
Fuel, cost and labor pre- 

Aring........ee-.--- 169,858 141,238 28,619 
Oil and waste for engines 

and tenders........... 12,541 10,394 2,147 
Oil and waste for freight 

CATS. ..se eves seoeseee 22S ...... 2,218 





Do., do., for passenger & 





baggage cars......... 4,745 ATED: :i:5:d600 
Loss and damage of goods 
and baggage......... 2,504 626 = 1,87 
Damages for injuries to 
DRTOORR. <.0s) <0 be0509: 7,253 5,329 1,924 
Damages to property, in- 
cluding damages by 
fire and cattle killed on 
PR 680565 vebsheode 1,730 °1,153 576 
General superintendence. 3,979 3,652 326 
Contingencies .......... 76,472 70,981 5,490 
TORI. 0 os cvnt aces $482,068 $388,051 $94,017 
EARNINGS AND CASH RECEIPTS AND PAYMENTS. 
Ist. Earnings: ; 
From passengers. .... .... eee. «.$782,396 49 
From freight...........+.0+.... 236,805 36 
From other sources.........0+.. 44.457 46 





$1,063,659 31 
$783,281 18 


2d. Receipts : 
From passengers... sees sees... 
From freight........see.se++... 228,043 44 
From other sources 45,368 62 
3d, Payments other than for construction : 
For transportation expenses $724,876 55 
For interest and rents 409,264 72 


Milwaukee and Mississippi Railroad, 
Staicment of its Financial Affairs ending Decem- 
ber 31, 1852. 

DEBTOR. 

Stockholders..... occcneceseQd0l,901 87 

Construction, expenditures for engin- 
eering, right of way, grading, super- 
structure, depot buildings, and in- 
cluding pay to J. & S. Chamberlain, 


eee ee reese wees 


eee eee e twee 





sere eeee 


COMMON, Lisciscds cece $251,286 23 944,527 62 
Real estate, inclnding Milwaukee de- 
POE SOURIS 600i vo ee vse cece cecces 33,155 07 


General expenses, embracing officers’ 
salaries, office rent, printing and sta- 
tioenry, taxes, loan and mortgage ex- 


POHSES, OC ..o0 vec sececcccvsccses 63,150: 11 
Special expenses—losses and expenses 
connected with the Cryder fraud... 18,596 71 


Interest, including interest on mortgag- 
es, road and city bonds 
Poreonal property, ....-ccceccescesess 
Debts and bills receivable, including 
mortgages of stockholders on hand 
and with the City Treasurer, and a- 
mount of cash subject to draft in 
hands of the fiscal agent of the com- 
pany in New York. ... 0.0. ceccsss 
Treasurer .........4- ee 


95,918 57 
9,379 03 


200,410 04 
ee 60,663 17 
CREDIT, 
WOOO 500s onn0 cscs, cansieces once socsshOO1,000 OF 
Bonds, ten per cent. R, R. bonds now 

outstanding 74,000, 8 per cent R. M. 

bonds sold and exchanged for ten per 

cent bonds, 492,000............... 566,000 00 
Income account, balance............ 43,095 67 
Bills payable and other liables....... 81,281 33 
Warrants on the Treasurer, outstand- 

i 4,486 09 


$1,763,763 09 
Ws. TarnTor, Secretary. 








Wilmington and Manchester Railroad, 

The Wilmington and Manchester railroad com- 
pany has completed about 100 miles of their line, 
about 50 miles ateachend. The entire line, (161 
miles) will be completed and in operation by the 
ist of June next. They now carry the great South- 
ern mail, using stage coaches between the comple- 
ted portions, Iron rails tocomplete the whole road 
have been purchased and are on the ground, and 
are being laid down as fast as possible. These 
rails were purchased and paid for at very low rates, 
ata cost of $375,000 less than present prices. Al- 
ready a considerable amount of cotton has been 
transported over this road. The company has ex- 
pended, in construction, about $1,300,000. 


Railroad Projects in Kentucky. 

Louisville and Frankfort Railroad.—The stock- 
holders of the Louisville and Frankfort railroad 
have voted, at a recent meeting held for this pur- 
pose, to authorize the President and directors to 
cause the branch of the road to be constructed from 
Eminence, or some other suitable point on the road 
to the Ohio river opposite Cincinnati, Ohio, pro- 
vided sufficient stock and means can be obtained 
to construct the branch without taking any of the 
profits of the present road to make said proposed 
branch road. 

Tt was also voted at the same meeting “ to au- 
thorize the President and directors to build a branch 
to Harrodsburg, in Mercer county, Ky., provided, 
That the President and directors of this company 
make a suitable arrangement with the Shelby rail- 
road company for their road, and stock and means 
can be obtained toconstruct said branch road with- 
out taking any of the profits of the present road for 
that purpose.” 

We presume that attempts will be made to carry 
out both of these projects. ‘The object of the form- 
er being to constitute the above road a portion of 
a line of railroad between Louisville and Cincin- 
nati, and of the latter to secure to Louisville a trade 
which the Covington and Lexington road threatens 
to draw to Cincinnati. The Louisville Courier 
expresses a’beliet that both objects will be accom- 
plished. 





The Montour Iron Works, 

The Harrisburgh Telegraph states that a very 
large number of workmen are now busily engaged 
in putting up the new rolling mill, about to be 
erected by the Montour Iren Company, at Danville. 
The foundation is already laid, and the work will 
be pushed forward as quickly as labor and money 
can do it. The machinery is all ready, and the 
mill is expected to be completed for operation early 
in the Spring. There will be 32 puddling furnaces 
in this new mill, very nearly as many asin the old 
one, and the structure will be 231 feetlong, and 124 
feet wide. When finished, these two mills will 
present the appearance of an immense building, 
and be by far the largest establishment of the kind 
in the United States. 





Ohio and Mississippi Railroad. 

We had an interview says the St. Louis Intelli- 
gencer, with one of the contractors of this road on 
Saturday, and we learn that every thing is being 
done to push forward this road to completion, at the 
eariiest possible period. Upward of 1,200 men are 
now employed on the line of the road, nearly 500 
of whom are at work between Illinoistown and the 
Bluffs. 

We also learn from official data, that upward of 
$100,000 have been expended on the immediate 
line of the road, in grading, masonry, bridging, en- 
gineering, &c., &c. $9,746 has been paid for the 
right of way to Vincennes, which strikes us as a 
very small sum, compared with what is usually 
paid for this right by other roads. 

O. M. Mitcheli, Esq., consulting Engineer of 
the road, we understand, leaves for England in a 
few weeks, on business connected with the interests 
of the Ohio and Mississippi railroad company. 





Railroads in Indiana, 

The iron is now down on the Indianapolis road 
to Union, connecting the line from Cincinnati by 
Dayton and Greenville. Daily trains were adver- 
tised to run regularly from Lafayette and Terre 
Haute hy Indianapolis to Cincinnati, in one day, 
commencing on the Ist of February. 
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Brunswick and Florida Railroad, 

We give in another column the report of this 
company, which is engaged in building a railroad 
from Brunswick, through Southern Georgia, in the 
direction of Pensacola, Florida. 

The section of the State traversed by this road is 
at the present time isolated from market, from the 
lack of railroad and the absence of navigable wa- 
ter courses, the want of which, it is tne object of 
the above project to supply. The road can be built 
ata minimum cost for Southern roads, as it tra- 
verses a level region, and crosses no important riv- 
ers, 

The road terminates at a very excellent harbor, 
one of the best, if not the best on the Southern At- 
lantic coast, and when extended to Pensacola, as 
proposed, will connect the above with the best har- 
bors, probably, on the gulf. These facts add in no 
small degree to the importance of the above pro- 
ject. 

The country bordering upon the eastern portion 
of the route, abounds in immense quantities of pine 
timber, which has become an important article of 
commerce and which must supply a large traffic to 
the road. 

Cultivation will tollow the clearing of the forest, 
but the latter will probably supply a larger traffic 
for years, than the produce of agriculture, for an 
equal section of country. Upon reaching the wa- 
ters that flow into the Gulf of Mexico, the tertile 
cotton lands of the State are reached, the produc- 
tion of which will take this route toa market. 

The enterprise is of greatimportance to south- 
ern Georgia, a territory equalin area to many of 
our States. It has been pushed forward with com- 
mendable energy, and no doubt is now entertained 
ot its early completion. Its construction will form 
a new era in the history of the southern portion of 
the State, and will produce there similar results to 
those that have followed the construction of rail- 
roads in other portions of Georgia. 





Williamsport, Catawissa and Erie Railroad, 

We have already referred to the project, the se- 
curitiss of which are to be sold on Wednesday 
next, [ts object is to open an outlet for the rich and 
extensive region of which Williamsport is the cen- 
ter, in the direction of New York and Philadelphia ; 
and also to form a portion of a through route be- 
tween those cities, and Lakes, Erie and Ontario. 
It isa work required by an abundant local, and by 
the prospective business, of new works in progress, 
and which will connect it with the trade of the 
West. Our readers are referred to the advertise- 
ment of sales in another column by Messrs. Gil- 
bert, Coe & Johnston, and also to an article in our 
paper of the 5th, in reference to the relation and 
object of the above work. 


Cincinnati, Hillsborough and Parkersburgh 
Railroad. 


The entire line of this road, with stations and 
rolling stock, has been let to the powerful firm of 
J. and 8, Chamberlain & Co., of Cleveland, Ohio, 
the well known contractors—who have subscribed 
one miilion of dollars stock—and one of their firm, 
Mr, Sturges, the influential banker of Zanesville, 
Chio, has taken three-quarters of a mihion, on his 
private account, in addition. 

This road is now running to Hillsborough, 60 
miles east of Cincinnati, and doing very wel.—the 
new letting extends from Hillsborough, to the Ohio 
river, crossing below Parkersburg about 112 miles, 
where it connects by a high briage, with the Balti- 
more line, with whom this company have an agree- 
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ment for business, and whose gauge they have de- 
termined to carry out through Southern Ohio, to 
Cincinnati. 








To Engineers, Architects and 


Draughtsmen. 
; undersigned begs respectfully to inform Gen- 
tlemen in the above professions, that he has con- 
stanily on hand a great variety of Instruments for 
Field and Office use. JAS. PRENTICE, 
Feb. 9 1853. 3\5 Broadway, N. Y. 


To Railroad Companies, Car 
Builders, Macninists, etc. 
SINGER, HARTMAN & CO,, 
SHEFFIELD {RON AND STEEL WORKS, 
PITTSBURG, Pa. 

Warehouse Nos. 109 Water, and 140 Front sts. 
tee G completed their arrangements for man- 

ufacturing Car and Locomotive Axles, Piston 

Rods, Wrought Iron Shafting, etc., either hammered 
or rolied, are prepared to offer inducements as to qual- 
ity and price. They also manufacture 

Boiler Plate and Rivets, 

Railroad and Boat Spikes, 

Car and Locomove Springs, 

= : Spring Steel, 
Solid Box Vices, etc., etc. 15t7* 


Devian’s Patent 


Oil Manufacturing Co., 
12 BROADWAY, NEW YORK. 

Se Oil is extensively used on Railroads and 

Steamships, and other Machinery, and is 
worthy the attention of every individual or compa- 
ny that uses Oil for Lubricating purposes, It is 
cheaper than the best Sperm, because it answers the 
same purpose and is more durable, thereby making 
a saving of from 40 to 50 per cent. The best of 
testimonials establish that fact, but cannot be given 
in this notice. All that is required is to test the 
matter, and if it will not answer as recommended, 
it will be taken back and money returned. 

New York, Feb. 9, 1853. Qw 


Iron. 
20 Tons Fishkill Charcoal Iron for sale on 
reasonableterms, also from 1000 to 5000 
tons Fishkill Hematite Ore—delivered at Pough- 
keepsie or New York. Samples of the ore may be 
seen at the store of Messrs, Hoffman, Bailey & Co., 
No. 62 Water st., New York. Enquire by letter to 
NORMAN M. FINLAY, 
Poughkeepsie, Dutchess county, N. Y. 
July 10, 1851, 


Gerard Ralston, 
21 TOKEN HOUSE YARD, LONDON, 


OFFERS HIS SERVICES FOR THE 
PURCHASE AND SALE OF 


AMERICAN SECURITIES, 
COLLECTION OF DIVIDENDS, 
DEBTS, LEGACIES, ETC., 

And for the Purchase and Inspection of 
Railroad Iron, Chairs, or 
any kind of Machinery. 


REFERENCES : 
Messrs Palmer, McKillop, Dent & Co., London. 
“© George Peabody & Co, London. 
Ms Curtis, Bouve & Co, Boston. 
Richard Irvin, Esq., New York. 
Robert Ralston, Esq , Philadelphia, 
C. C. Jamieson. Esq., Baltimore. 


Railroad Iron. 


YOOO TONS, weighing about 55 lbs. per yard, 
now on the way from Great Britain to 


New Orleans, for sale Y 
P. CHOUTEAU, Jr., SANFORD & CO., 


No. 51 New street. 
December 4, 1852. 


Wm. Swinburne, 
| Bee pee ENGINE BUILDER, Paterson, 
N. J., is prepared to execute orders for Freight 
and Passenger Engines; also, Tenders, Wheels, Ax- 
les, Boilers and Railway Machinery in general, with 
all the modern improvements, etc, 6tf 
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Blake & Parkin 
MEADOW STEEL WORKS, 
SHEFFIELD, 


INVENTORS OF 


CORE-ANNEALED CAST STEEL, 
A most Important Improvement in CAST STEEL, 
originating with B. & P., for SCREW. TAPS, PIS- 
TON RODS, ENGRAVERS to CALICO PRINT- 
ERS, SILVER and GOLD ROLLERS, ete., etc., 
warranted to harden by ordinary process without 
breaking, being soft in the centre to any required dia- 
een and hard to any specified depth from the out- 
side. 


HARD CENTRE CAST STEEL, 
For DIES, LATHE CENTRES, MINT PUR- 
POSES, etc., etc., warranted to harden the Inside 
without breaking, (the outside remaining soft.) 
HARD AND SOFT SURFACE CAST STEEL, 


In Bars and Sheets, hard on one or both sides, and 
soft in the centre; or soft un one or both sides, and 
hard in the centre, and adapted for a variety of pur- 
poses, as MACHINE KNIVES. SLIDE BARS, 
PLOW KNIVES, PLANING KNIVES, ROLLER 
BARS for Beating Engines for Paper Makers, etc. 

x> This peculiar Steel is quite SOLID, and it is 
quite malleable, and draws down under the Hammer, 
still retaining the difference ofhardness. When hard- 
ened, the hard part is left very hard, while the soft is 
left just harder than common iron. 

THE REPORT OF THE JURY OF THE 
“EXHIBITION OF ALL NATIONS.” 
Class 21, Page 486: 

“The attention of the Jury was particularly called 
to one novelty exhibited by Messrs. BLAKE & PAR- 
KIN, of SHEFFIELD, consisting of the union of 
Two qualities of Cast Steel, hard and soft, in the same 
article ; manufactured with much skill, they have no 
reason to doubt that the process is peculiar to the 
Exhibitors.” 


A PRIZE MEDAL WAS 
AWARDED TO 
MESSRS. BLAKE & PARKIN. 

N. B.—The Inventors mark all their Goods with 
their Corporate Marx—X. L. ENT. 
nan Sena etna et beng Oe, Se 

February 9, 1853. 
IRON SAFE WAREHOUSE. 

Silas C. Herring, 


Manufacturer and Sole Proprietor of 
HERRING’S PATENT FIRE PROOF SAFE, 


it Which received the 
MEDAL 


——— ———— 
une C HERR, 
So" MANUFACTURER 





Also, 
Manufacturer of 
HERRING’S 
(Wilder’s Patent 
Single and Double 
Salamander SAFES. 
And dealer in 
all kind of fron Safes, 
Vault Doors, 
Express Boxes, 


AND 
Money Chests. 


Fulton Car Manufactory, 


CINCINNATI, OHIO. 

Gs KECK would respectfully call the at- 

tention of Railroad Companies in the West and 
South to his establishment atCincinnati. His facil- 
ities for menaienating we extensive, and the means 
of transportation to different points speedy and econ- 
omical, He is — to execute te order, on short 
notice, Eight-wheeled a Cars of the most su- 
perior description, Open and Covered Freignt Cars, 
Four or ee es rank and Lever Hand Cars, 
ieee, Wheels and Axles, and Railroad Work gen- 
erally. 
Cincinnati, Ohio, February 9, 1853. 


Fire Bricks. 
apa Patent—for sale in lots to suit purchas- 
ers, by G. O. ROBERTSON, 
135 Water street, corner of Pine, 
November 19, 1862. New York, 
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AILROAD CONTRACTS. 





ra ‘ere i a 
THE MOBILE AND OHIO RAILROAD CO, 
HEREBY OFFER FOR CONTRACT THE 
GRADUATION, MASONRY AND BRIDGING 


F 67 miles more of their road in North Missis- 
sippi, extending from the North line of Chick- 
asaw County, to the Tennessee State Line, and 
passing through Itawamba and Tishamingo Coun- 
ties. 

Also, 1184 miles more of said road in the western 
District of Tennessee, and passing through Mc 
Nairy, Henderson, Madison, Gibson and Obion 
Counties. 

The Line will be ready for inspection in Ten- 
nessee On and after the Ist of March, and in Missis- 
sippi on and after 25th of March next. 

lans, profiles and specifications will be exhibii- 
ed, proposals received under seal, and contracts 
made at the following times and places, to wit: 

March 10th to 19th inclusive, at Trenton, for Line 
through Abion and Gibson Counties, 

March 20th to 30th, inclusive, at Jackson, for line 
through Madison, Henderson and McNai- 
ry counties, 

April 5th to Sth, inclusive, at Carrolville, Tisha- 
mingo county, Miss., for line through Ita- 
wamba and Tishamingo counties. 

Profiles can be seen, and other information ob- 
tained, as follows:—Afier Ist of March: 

At Trenton, of Doct. Hess, Agent. 

At Jackson, of Mr. Stevens, Engineer. 

And after 25th March, 

At Carrolville, of the Resident Engineer. 

Some portions of the 1854 miles now offered for 
contracts, are heavy cuttings and fillings, and the 
whole line very desirable work: -the light grad- 
ings being, mostly from side burrowing: the 
-ine occupies the high, rolling and healthy country 
intermediate between the Mississippi and Tennes- 
see rivers, by both of which rivers easy access can 
be had to all points ot the work, by an average land 
travel of 12 to 40 miles. Within a short time af- 
ter this letting, 39 miles more and the last of the 
main road will be ready for contract, together with 
about 100 miles of branch roads, 

The attention of Contractors is invited to the 
work, Obeon, described as most advantageous for 
their profitable employment, in consequence of the 
alluvial character of the country, low price of pro- 
visions and.animals, and a very temperate and sa- 


Jubrious climate. 
JOHN CHILDE, 
Chief Engineer and General Agent. 
New York, January 28, 1853 


PATENT 
Locomotive Steam Cylinder 


“BORING MACHINE 


AND FOR OTHER PURPOSES. 

Tas Machine enables the Cylinders to be rebored 

without moving them from their places, thereby 
ane agreat expense. Werefer to Nashua & Lowell, 
Fall River, Vt. Valley, Vt. and Mass., Old Colony 
New York and New Haven, Providence, Hartford 
and Fishkill, Western, Mass., New York and Erie, 
Boston and Worcester, Connecticut River, Worcester 
and Providence, Champlain and St. Lawrence, Bos- 
ton and Maine and Hudson River Railroads, who have 
the Machinesiu use. For sale by 

BRIDGES & BROTHER, Agts., 
64 Courtland St. New York. 
January 20, 1853. 


Orders Forwarded for Rail- 
7 Road Iron, etc. 


HE undersigned will receive and forward orders 

for the purchase of Railroad Iron, and Metals 
eneraily, through the medium of his friends in Lon- 
ony ‘JOHN H. HICKS, 
Jan. 27, 1851. 


90 Beaver st. 
3,000 Tons Railroad Iron. 


HE undersigned is prepared to contract on behalf 











of the manufacturers in England, for the above 
quantity of T Rails, to bedeliveredata port in Wales. 


For te apply to 
gan, 27, 1863. r 


JOHN. H. HICKS, 
Beaver st. 


The American Railroad Chair 
Manufacturing Co. 
IN POUGHKEEPSIE, N. ge 








A prepared to make WROUGHT IRON RAIL 
fi’ ROAD CHAIRS, of various sizes, at short no- 
tice. 

By use of the Wrovucur Inon Cuarnr, the necessity 
of the wedge is entirely done away—the lips of the 
chair being set, by means of a sledge or hammer, 
close and firmly to the flange of the rail. 

The less thickness of metal necessary in the Wrought 
Iron Chair gives much greater power and force to the 
spikes when driven—and consequently a much less 
liability to the spreading of the rails by reason of the 
spikes drawing or becoming bent. 

The less weight necessary in the Wrought Iron 
Chair, will enable us to furnish them at a cost much 
below that of Cast Iron Cuarrs. 

Our Chairs are made from Ulster Iron, the quality 
of which is well known. Our Chairs are made by 
machinery, and formed over a die, consequently all 
are uniform and alike. 

Our Chairs are in uso on the following Roads, viz: 
Syracuse and Utica, Chester Valley, Penn., 
Buffalo and Rochester, Tioga, sad 
Northern, Norwich and Worcester, 
Montreal and New York, Kings Mountain, S. C., 
Kennbec and Portland, Columbia aud Granville, 
Plattsburg and Montreal, Buffalo, Bayou Brazos and 
Chicago and RockIsland, Colorado, Texas, 
Milwaukee and Miss., Panama, and others. 

For further information address, 

N. C. TROWERIDGE, Secretary, 


Poughkeepsie, N. Y. 
January 1, 1853. 


To Contractors. 


WocoOddoOU0DNgs Sm s00ONeOc Clb I momcerowooct. m: 
(TTaislalalalalaigiateis/al lll, Ulala‘alalgalalalaiaalal 0] faislalatetatatsiatalals 10) 


HENDERSON AND NASH VILLE R. R. 


EALED bids addressed to the President of the 

Henderson and Nashville Railroad Company, 
at Henderson, Ky., will be received and are invit- 
ed until the Ist day of April, 1853, for the construc- 
tion of that part of said road 1unning from the town 
of Henderson, by the way ot Madisonville and 
Hopkinsville, to Trenton, Todd county, Ky., in all 
about eighty-three miles. The bids may be made 
out on either or any of the following basis— 

1, For the grubbing and grading, including the 

ditching, draining, cuts, fills, culverts, bridges 

and turnouts complete, ready for the wooden 
superstructure, of any one or more sections of the 

Road. ; 

The same with the addition of the wooden su- 

—. ready for the iron rails. 
he same with the iron rails, chairs, etc., ready 

for the rolling stock, including broken stone or 

gravel ballasting. 

. The same with the depots, wood and water Sta- 
tions, Engine and Car-houses, offices, etc., com- 
yg for use, or 

. Bids will be received as above for the construc- 
tion of the entire Road, on the following basis— 
viz: 

. For the grubbing and grading, including ditch- 











2. 


had 


turnouts complete, ready for the wooden super- 
structure, 





ing, draining, cuts, fills, culverts, bridges and|be 


2. The same with the wooden superstructure. 

. The same with the iron rails, chairs and broken 
stone or gravel ballasting, ready for rolling 
stock, including wood and water stations, etc. 

. The same with the full equipments of rolling 
stocks, depots, wood and water stations, Engine 
and Car houses and shops, offices, etc., complete, 
and the whole road and its equipments pertect 
and ready for use. 

Complete drafts, maps and profiles of the Road 
trom Henderson, via: Madisonville and Hopkins. 
ville to Trenton, together with plans, estimates and 
specifications of the work, may be seen by persons 
disposed to bid for the whole or any part of it at 
the Henderson and Nashville Railroad Office, in 

Henderson, Ky., on and after the Ist day of March, 

1853, Bidders will please give their Post Office ad- 

dress in their proposals. 

By a compact between the Henderson and Nash- 
ville Railroad Co., and the Edgefield and Kentucky 
Railroad Co., their roads are to be united at the 
Tennessee and Kentucky State line, and then form 
a continuous line of Railroad from Henderson on 
the Ohio, to Edgefield, on the Cumberland river 
immediately opposite to Nashville, a distance of 
only about one hundred and forty’miles. When it 
is considered that at Nashville, through the Nash- 
ville and Chatanooga Railroad, this road connects 
with the whole system of Railroads and rivers 
leading to Charleston, Savannah, and the South 
Atlantic seaboard, and from thence by a Southern 
route of Railroads to all the Eastern and Northern 
cities, and that at Evansville, Indiana, only ten 
miles of perpetual navigation on the Ohio river dis- 
tant from Henderson, it connects with the systems 
of Canals, Railroads and Rivers which penetrate 
and drain the valleys of the Mississippi and the 
Lakes, and extend by a Northern route to the East- 
ern and North-eastern cities, it cannot be doubted 
that this is a most important road. But if it be tak- 
en into the account that it presents much the short- 
est, and owing to the remarkably favorable profile 
of the country, for the cheapest route for a railroad 
designed to connect these Northern and Southern 
Systems, that it penetrates the richest beds both of 
bituminous coal and iron ore heretofore valueless 
because land-locked—that it passes through an a- 
gricultural region of great fertility and remarkable 
beauty, and opens in the South Atlantic States by 
the shortest, speediest, cheapest and best route, a 
market comparatively new, for the teeming pro- 
ducts, especially provisions of the valley of the 
Mississippi and the Lakes, its value and import- 
ance cannot be over-estimated—that it will pay and 
pay richly, both in dividends to the stockholders 
and in indirect profits to those whose residence 
gives them an interest in the means of transporta- 
tion and travel which it will afford cannot be doubt- 
ed. 
Any further or more detailed information asked. 
either orally or by letter will at any time be cheer- 
fully given. 

By order of the Board of Directors of the H. & N, 


R. R. Co, 
ED. H. HOPKINS, President. 
Henderson and Nashville R. R. Co. 


Wilkinson’s 
EXPLOSIVE 


RAILWAY SIGNAL, 


For sale by 


BRIDGES & BROTHER, 
64 COURTLAND ST., N. Y. 


HE EXPLOSIVE RAILWAY SIGNALS are 
similar to those used in England. and from expe- 
rience are found to be much better. They are so con- 
structed that the movement of an Engine over them 
at any speed, will cause an explosion that cannot be 
mistaken. In the night, from this same cause, there 
will be a bright flash, which will be so vivid that it 
cannot be passed unnoticed. 

This willbe found to be one more preventive of col- 
lision. It is often the case that during a fog or snow- 
storm, a train cannot be warned of its danger by a flag 
or lantern, and in such instances they are invaluable. 

They are impervious to water, and will keep their 
explosive property any number of years. They can 
handled and carried with safety, it requiring 4 
heavy blow to explode them, 


January 20, 1853, 
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A. N. GRAY, Cleveland, O., 
ECEIVER AND FORWARDER of Railroad 
Tron, Chairs and Spikes. . 
Also, Cars, Locomotives, and all kinds of Machi- 
nery for Railroad purposes, 
Office next door to the Custom House, Main st. 
January 12, 1853. 


R. Groves & Sons, 
SHEFFIELD, ENGLAND, 
MANUFACTURERS OF 
| A 7ARRANTED Cast Steel of superior quality for 

Tools, Machinery and Engineering purposes. 
Single and Double Shear, Blister, German, Spring 
and Sheet Steel of every description ; also, Cast Steel 
Files of high reputation, specially adapted for the use 
of Machinists, and Saws and Edge Tools of all kinds. 


nko 
USB 


CHAS. CONGREVE, Agent, 
58 Maidenlane, New York. 
Stocks of the above goods constantly on hand. 
January 12, 1853. 





Corporate mark 





For Sale. 
To FURNACE, situated in Westport, Essex 
Co., N. Y., on Lake Champlain, is capable of 
producing 3000 tons Pig Iron per annum. It is 
blown by a powerful steam engine, and another en- 
gine raises the stock, etc., etc. There are eight 
Kilns, which can make 500,000 bushels Charcoal 
per annum, connecting by Railroad with the Fur- 
nace, and nearly an acre of sheds for seasoning 
wood, One large Brick Mansion House, with ex- 
cellent Farm, one Brick Cottage, seventeen Houses 
for workmen, commodious Blacksmiths’ and Car- 
rg Shops, etc., etc., and about 1500 Acres of 
and. The Furnace is situated on a large and 
convenient Dock; Wood for making Charcoal can 
be obtained cheaply in the neighborhood, and An- 
thracite coal from Rondout can be delivered at low 
rates. By the proposed Ship Canal from Lake 
Champlain to River St. Lawrence, coal could also 
be brought with great facility from Erie. Therich 
Magnetic Ore of Essex County, particularly that 
from the famous Port Henry Bed, can always be 
procured cheaply and in great abundance. The 
property will be sold on reasonableterms. Inquire 
of Messrs J. & L. TUCKERMAN, 69 West street, 
New York, or of F, H. JACKSON, No. 5 Liberty 

Square, Boston. 1m2 


LOW MOOR IRON. 


M. BAILEY LANG, 9 Liberty Square, Boston, 
and 24 Broadway, New York, Sole Agent in 
the United States and Canadas for the Lowmoor 
Iron Co., is prepared to receive orders for this justly 





celebrated Iron, and offers for sale an assortment of 


the Round sizes which he now hasin store, and which 
for strength, soundness and uniform quality, stands 
without a rival. 





Superior Cast lron Gas and 


Water Pipes. 
TS Subscriber is prepared to contract for the sup- 
ply of CAST IRON PIPES required by Gass or 
Water Companies, Corporations, ete., delivered in any 
Seaport in the Union, on reasonable terms. These 
Pipes are cast on the most improved principle by the 
best Founders in Scotland, from a superior quality 
of Pig Iron remelted, are guaranteed to resist a pres- 
sure of 300 lbs. to the square inch, or greater if neces- 
oy and to be soft enough to drill easily and freely. 
Full information regarding price, and references to 
— in the United States now using the Pipes, can 
obtained on application to the Agent in New York. 
WILLIAM ROY, Junr., 
21 Renfield st., Glasgow, 


Scotland. 
J. M. EADIE, Agent, 
26 Front st., New York. ly50 


Railroad Iron. 


9 TONS Railroad Iron, weighing about 59 
Ibs. per yard, “ Erie” pattern of G L and 
“ Crawshay” manufacture, now on the way from the 
shipping ortsin Great Britain to this port, for sale by 
P. OUTEAU, Jr.,. SANFORD & CO., 
December 4, 1852. 





No. 51 New stree 


IMEON DRAPER, No. 46 Pine-st., offers for 
sale, a variety of RAILROAD BONDS and 
STOCKS; also CITY, TOWN and COUNTY 
BONDS, among which are— 
ist Mortgage Convertible Bonds: 
Payable in 
7 per ct.—Buffalo, Corning and 
New York R. R...New York, 1867 
7 per ct.— Western Vermont R.R. ‘ 1861-71 
7 per ct.—Tioga R.R..... _ 1872 
8 perct.—Peoria and Oquawka... “ 1863 


- 


eeeeee 


6 per ct.—Maysville and Lexing- 
Uc anon sage acne ca ™ 1870 
6 perct.—Dauphin and Susque- 
hanna Coal Co..... : 1877 
Ist Mortgage Bonds: 
7 per ct.—Corning & Blossburg. ‘“ 1873 


7 per ct.—Buffalo and New York 

City... cece ses dies 
7 per ct.—Mansfield & Sandusky 
7 per ct.—Toledo, Norwalk and 


1866 
1860 


Cleveland .... ++... " 1861 
7 per ct.—Vermont Valley...... aa 1861 
7 per ct.—New Jersey Central.. “ 1860-70 
7 per ct.—Brunswick Canal Co. “ 1857 


7 per ct.—Troy and Bennington. Troy, N.Y. 1862 
Also, second mortgage bonds of many of the above 
companies, and— 
7 per ct.—Saratoga & Washing- 
ton R.R. bonds...... 
7 per ct.—Troy and Boston..... 
7 per ct.—Muscogee Railroad...Savannah, 1862 
7 per ct.—Huron and Oxford... New York, 1862 
10 per ct.—Mansfield and Sandus- 
RY TR, Ciiccas casa 1855-57 
7 per ct.—Township of Portland, 
Ohi 1862 


New York, 1862 
“ 1 


“ 


“ 


7 per ct.—City of Dayton, Ohio, 
guaranteed by Mad 

River, R.B. ..0-,.06- 

10 per ct.—City of Keokuk, lowa. 
7 per ct.—Town of Huron, Erie 
county, Ohio 


7 1861 
Keokuk, 1863 
Huron, 1861 


eeeeeee 


7 per ct.—Town of Newark, 0... New York, 1860 
10 per ct.—City of Milwaukee... % 1857 
7 per ct.—State of California... * 1862-72 


7 per ct.—Mortgage bonds of the 
Atlantic Steamship 
CG ccc. case cece cece 
12 per ct.—Improvement Scrip cf 
the State of Wiscon- 
sin for improvement 
of Fox River....... 1862 


Troy and Rutland railroad Stock, with guarantee 
of 4 per cent. dividend and one half surplus profits 
of this and Rutland and Wash. R. R. 

Rutland and Whitehall Stock, with guarantee of 
7 per cent. dividend by Saratoga and Washington 
Railroad. 

Stock in the Western Vermont R. R. Co. 

Stock in the Mad River R. R. Co. 

Stock in the Buffalo, Corning and New York 
R. R. Co. 

Stock in the Mansfield and Sandusky R.R. Co. 

Stock in the Chemung R. R. Co. 

Stock in the Southern Bank of Kentucky. 

Stock in the New York and Virginia Mail 
Steamship Company, paying 20 per eent. 
dividends. ‘ 


To Railroad Co’s, Locomotive 
Builders and Engineers. 
1 ie undersigned having taken the Agency of Ash- 
croft's Steam Gauge, would recommend their 
adoption by those interested. They have been exten- 
sively used on Railroads, Steamers and Stationary 
Boilers, where, from their accuracy, simplicity. and 
non-liability to derangement, they have given periect 
satisfaction. In fact, for Locomotives, they are the 
anly reliable Gauge yet introduced. 
CHAS. W, COPELAND, 


Consulting Engineer, 64 Broadway. 
Avg. 28,195? Sm* 


A. Whitney & Son, 
PHILADELPHIA, PA., 
ANUFACTURERS of Chilled Railroad Wheels 
for Cars and Locomotives. Also furnish Wheels 


fitted complete on best English and American Rolled} 
and American Hammered Axles, 3ltf 


ts 


1855 








362) 


Pease & hy, 
FULTON IRON ORKS, 
foot of Cherry st., E. R. Office, 27 Corlears 
corner of Cherry st. Manufacturers of Land 
and Marine Engines. 
N. B.—Engines and Boilers repaired. 6tf" 


Toledo, Norwalk and Cleve- 
land Railroad. 





(fas through, completing the last link in the chain 
of Railroads between New York and Boston and 
Chicago. 
On and after Monday, Jan 24 
1053, Pasnnaer fennel cen” =e 

daily (Sundays excep as follows : - 

Leave Toledo at 7 A. M. 

Leave Cleveland at 1°30 P. M. 


Connecting with Cleveland, Columbus and Cincin- 
nati Railroad at Grafton, with Sandusky and Mans- 
field Railroad at Monroeville, Mad River and Lake 
Erie Road at Bellevue, and with Michigan Southern 
Road at Toledo. 

Early in February two trains will be run, connect- 
ing directly with trains from West at Toledo, and at 
Cleveland with those from East. 

E. B. PHILLIPS, Sup’t. 
Office T., N. & C. R. R., : 

Norwalk, O., Jan. 22, 1853. 


Brass Tubes for Locomotive & 


Marine Boilers. 

HE undersigned, having been appointed agent for 

the highly respectable manufacturers, Messrs. 
Allen, Everett & Son, of Birmingham, is prepared to 
take orders for Brass Tubes of all diameters for Ma- 
rine and Locomotive Engines, which will be supplied 
on the most favorable terms, and from the established 
reputation of the above Firm for superior quality and 
workmanship, he has no doubt entire satistaction will 
be given. These Tubes are found to answer well, and 
are now in most general use in England, they last 
much longer than iron, and when worn out, realize 
fully half the amount fer old metal. For further par- 
ticulars and inspection of patterns, please apply to 

JOHN H. HICKS, 

Jan. 27, 1853. 90 Beaver st. 


The Cold Spring tron Works, 


INCORPORATED IN 1848. 
It the Town of Otis, County Berkshire, Massachu- 
setts, manufactures CAR AXLES, and all kinds 
of WROUGHT IRON used in the manufacture of 
LOCOMOTIVES and CARS ; also, BAR IRON of 
ali descriptions. Particular attention is paid to the 
manufacture of CAR AXLES, and the Works being 
situated in a region of WOOD and CHARCOAL, 
with which their Axles are exclusively made, the Com- 
any feel confident they can furnish an article equal, 
if not superior, in quality and finish to any in the 
market. They solicit the orders of RAILROAD 
CORPORATIONS and CAR BUILDERS, and pro- 
mise they shall be promptly attended to: and execut- 
ed on terms as advantageous as can be had elsewhere. 
They refer to— 
John Kinsman, Esq., Superintendent Eastern Rail- 
road, Salem, Mass. 
A. T. Peirce, Esq., Car Builder, Norwich, Conn. 
E. T. Osborn, Esq., Superintendent of the Mad Riy- 
er and Lake Erie Railroad, Sandusky City, Ohio, 
W. W. Wetherell, Car Builder . “ 
Address HENRY MELLUS, Agent, 
Boston, Mass, 
or, GEO. W. PRESCOTT, Sup’t. 
Oti 


November, 12, 1852. " 
> me superior article for igniting the chargein wet 
or dry blasting, made with DUPONT’S best pow- 
der, is kept for sale at the office and depot of 
REYNOLDS & BROTHER, 
ZFSo.e Ma: acturers,5E 
t. 








ly 
Etna Safety Fuse. 





And in the principal cities and towns in the U, States. 
le pla = - - AMERICAN INSTI- 

was aw to the Eina Fus 
late Fair heldi n this city. Pete Fpee, a8 se 
Nova ber 3, 1849, ly 


Dudley 3S. Fuller & Co,, 
IRON COMMISSION MERCHAN 
No, 139 GREENWICH STREET, 
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Anprew Mount, Auctioneer. 


SALE OF BONDS. 
WILMERDINGS & MOUNT, Auctioneers. 


IGHT HUNDRED THOUSAND DOL- 
LARS SEVEN PER CENT. CONVERTI- 
BLE MORTGAGE BONDS of the CATAWIS.- 
SA, WILLIAMSPORT & ERIE RAILROAD Co, 
—The undersigned are authorised by this Com- 
pany to offer at auction $800,000 of their 7 per ct. 
onds, secured by a first and only mortgage on their 
Road, to cost $3,400,000, and convertible into the 
stock of the Co. at any time before 1857. 

These Bonds are in sums of $1,000 each ; inter- 
est payable semi-annually, at the Bank of North 
America, in New York, and the principal redeem- 
able at the same place in 1867. They are secured 
by mortgage made to lsaac Seymour and Elias Fas- 
sett, as Trustees for the Bondholders, 

The Catawissa, Williamsport and Erie road ex- 
tends from what is called the base of the Broad 
Mountain, where it connects with the Little Schuy1- 
kill to Williamsport, a distance of 80 miles, witha 
branch from Tamanend, near the Little Schuylkill 
connection, to the Beaver Meadow Railroad, a dis- 
tance of 13 miles, with the right tu construct bran- 
ches to coal mines on either side of the line, not ex- 
ceeding 5 miles in length. 

The portion of the line from Tamanend to Cata- 
wissa, 35 miles, is graded for a double track, also 
the branch of thirteen miles to Beaver Meadows. 
To lay down the track and furnish the graded road 

is estimated tO COSt. .... ceee coon cece $600,000 
To construct from Tamanend to the con- 

nection with the Little Schuylkill.... 400,000 
The extension from Catawissa to Wil- 

liamsport........ 1,000,000 

PMG: Vide siiseidéde etree eeee eeee o2,000,000 

To produce this sum the company have issued 
$1,000,000 in bonds, secured by a mortgage, with 
the right to issue $500,000 more, under the same 


mortgage, after the road is in operation to Catawis- 
sa 


This gives: 

To lay the track, etc., on the graded road. $600,000 
To connect with the Little Schuylkill.... 400,000 
And leaves $500,000 applicable to the extension to 
Williamsport. For this sum, with the balance in 
stock of the Company, they have offers from res- 
ponsible contractors to grade and do all the work, 
and furnish all the materials. 

The whole cost of the road will stand thus: 


Present stock .... ...2 sees seve cece veces $1,400,000 
BOWE. 656i Gb Vc cece cece sces cece ccccee 1,500,000 
Stock to complete to Williamsport..... 500,000 


A. sso pans pee op 40.2 osasaeeeyeree 
Deduct from this the value of the coal 
lands of the company. .... sess eeeeee 100,000 


Total..... Oe eee reese sees sese . «$3,300,000 


Or for whole distance, 93 miles, $35,483 per mile. 

At Williamsport this road has two very valuable 
connections, one with the Williamsport and Elmi- 
ra road, now under contract, uniting it with the N. 
York and Erie road, and all its chain of Northern 
and Western connections, and the other with the 
Sunbury and Erie road, making it an important 
jink in a new and shortest great trunk line between 
the west and tidewater. 

The arrangements are now all complete for open- 
ing this entire new line of communication trom 
Erie on the lake to New York, Philadelphia, and 
Baltimore, to-wit, the Sunbury and Erie, from the 
lake to Williamsport, the Cattawissa, Williams- 
port and Erie, from Williamsport to Tamaqua; 
the Little Schuylki}l to Port Clinton; andthe Read- 
ing and Philadelphia, to Philadelphia. Or from 
Tamaqua, the Lehigh Valley Road, to Easton, 
thence over the New-Jersey Central to New-York. 
The only roads remaining to be completed to con- 
summate these connections are, the Catawissa, 
Williamsport and Erie, and the Sunbury and Erie, 
both of which are in part under contract, and the 
parts not yet let only wait the settlement of some 
questions as to choice of route, to be placed under 
contract. 

By this proposed line of Roads the distance be- 

ween Cleveland and New-York is 95 miles less 
han by Buffalo and Albany, 70 miles Jess than by 


the Erie Road, and 53 miles less than by the Cleve- 
land and Pittsbuigh and Pennsylvania Central 
Line, while the j:aves compare quite as favorably. 

While the pro}: ctors claim for this road these ad- 
vantages of throug’) taflic, they also claim that for 
local freight business it will have no superior in 
the country. lt passes through a broad extent of 
country, at present without rail access te the sea- 
board. This regiou is exceedingly rich in agricul- 
tural and mineral products, and the road penetrates 
the very heart of vast deposits of both bituminous 
and anthracite coal, and of inexhaustible beds of 
iron ore, the tonnage cf which will far exceed that 
of any agricultural district, however fertile. 

Looking upon the map it will be seen that the 
average distance between the Buffalo and Albany, 
and the New-York and Erie, is about 70 miles; be- 
tween the Pennsylvania Centra] and Baltimore 
ana Ohio, about the same; while a space is left 
between the New-York and Erie, and Pennsylva- 
nia Central, of about 150 miles, The proposed new 
line occupies about the center of this space. Thus, 
when this line is completed, there will be five great 
thoroughfares from the Atlantic to the Lakes, in 
nearly parallel lines, witha space between each of 
about 70 miles, a distance quite sufficient to afford 
an ample local business, whiie they are all compe- 
litors for the through business, 

It is believed that the connection of this road 
with Elmira by the Williamsport and Elmira Rail- 
road will add very largely toits traftic. By this 
route from Niagara Falls to Philadelphia is but 
414 miles, whereas by Albany and New-York it is 
558, saving 144 miles of travel by this route. From 
Elmira, by the New-York and Erie Railroad, the 
distance to New-York is 274 miles, add to this the 
distance to Philadelphia, 90 miles, makes 364 from 
Elmira to Philadelphia, whereas, by this route, it 
will be but 255, saving 109 miles, and bringing El- 
mira 19 miles nearer Philadelphia, by this route, 
than via New-York, by the New-York and Erie. 
When it is borne in mind that the whole tide of 
pleasure travel during the warm season is from 
South to North, that the interchange ot products 
between a warmer and colder climate must always 
be great, the importance of this communication 
can hardly be overrated. 

The Bonds will be soid on WEDNESDAY, the 
16th day of February, at the Merchants’ Exchange, 
at 124 o’clock P. M., by WILMERDINGS & 
MOUNT. 

Twenty per cent, of the purchase money will be 
required upon the day of sale, the remainder in 
monthly installments of ten per cent. The pur- 
ey however, will have the option of paying 
in full. 

Exhibits containing full particulars of the condi- 
tion and prospects of the road, with a map, can be 
had at the Agent’s Office. 

WM. D. LEWIS, President C. W.and E. R. R. 

GILBERT, COE & JOHNSON, Agents, 

Corner Exchange-place and William-st. 

New-York, Jan, 28, 1853. 


To Contractors. 


EALED Proposals will be received at the office 
of the Maysville and Big Sandy Railroad Com- 
any, in the city of Maysville, Kentucky, until 
baeacder, April 2nd, 1843, at sundown, for Gradu- 
ation and Masonry of Fifty-one miles of the road, 
between Maysville and Springville, (opposite Ports- 
mouth, Ohio.) Plans, Profiles and Specifications 
will be ready for inspection for two weeks before 
the day of letting. 

The line from Springville to the mouth of Big 
Sandy river will be put under contract as soon as 
this company receive reliable assurance ot being 
met at that point by the Virginia Central Railroad. 

By order of the Board of Directors, 
THOMAS B. STEVENSON, President. 
CHAS. B. CHILDE, Chief Engineer, 

James A. Lez, Secretary. 

January 20, 1853. 

Krupp’s Prussian 
CAST STEEL AXLES. 
HESE Axles have never been known to break. 

How many more victims are to be sacrificed be- 
fore their use becomes universal ? 
THOS. PROSSER & SON, 








To Contractors. 






CLEVELAND AND MAHONING RAILROAD 
LETTING. 


EALED PROPOSALS will be received at the 
Office of the Company, on Superior street, 
Cleveland, until the jirst day of March, 1853, for 
the Grading, Masonry and Bridging of the portion 
of said road from Cleveland to Warren, a distance 
of 53 miles. 

Plans, Profiles, and Specifications, may be seen 
at the Company’s Office, in Cleveland, and the line 
will de ready for inspection by Contractors, 2 days 
previous to the letting. 

The line is divided into sections of about one 
mile each, and bids will be received for each sec- 
tion separately, or for the whole line. 

Estimates will be made monthly, and the pay- 
ments made in cash. 

Further information may be obtained on applica- 
tion to Jacob Perkins, Esq., President of the Com- 
pany, George C. Beckham, Esq., resident Engi- 
neer, Cleveland, or to the undersigned. 

The remainder of the line from Warren will be 
let as soon as the location can be completed. 

By order of the Board. 

EDWARD WARNER, Chief Engineer. 





Notice to Contractors. 
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Alleghany Valley Raitroad Lettings. 
EALED Proposals will be received at the Com- 
pany’s Office, in Fourth street, Pittsburg, until 

the 22nd day of February, 1853, for doing the Gra- 

ding, Masonry and Bridging on the portion of said 
road, between Pittsburg and Kittaning, Armstrong 

County, a distance of 42 miles. The line will be 

divided into Sections of about one mile in length, 

and bids may be made for one or more or all of 
said sections. 

Plans, Profiles and Specifications will be ready 
for inspection on and after the fifth day of Februa- 
ry. 

Proposals will be received for the Grading, Ma- 
sonry and bridging, and also for the superstructure, 
and finishing said 42 miles, complete, (except fur. 
nishing iron.) 

Bids will be received and considered, for the en- 
tire work, (except furnishing iron,) from Pittsburg 
to the New York State line. 

Satisfactory references will be required from bid- 
ders not personally known to the Company. 

For further information, application may be 
made personally, or by letter, to Hon. William F. 
Johnston, President of the Company, or to George 
R. Eichbaum, Esq., Associate Engineer, or to the 
subscriber, 

W. MILNOR ROBERTS, Chief Engineer. 

By order of the Board of Managers, 

Office of the Alleghany Valley Railroad Compa- 
ny, Pittsburg, December 20th, 1852. 


LOW MOOR AXLES, 


A SUPERIOR Article tor Railroad Vars, supplied 
by the Manufacturers’ Agent- WM. BAILEY 
LANG, 9 Liberty Square, Boston, and 24 Broadway, 
New York. 








CAUTION. 

bo yrry oeer a Companies, and the public generally, 

are hereby cautioned against purchasing Rich- 
ardson’s Patent Oil Cups, or theright to use the same, 
except of the undersigned, Proprietor of the Patent, 
or of some one acting under his authority. Commu- 
nications addressed to him at Westminster, Vt., will 
be promptly attended to. E. DeWOLF, Jr. 

det. 2, 1852. = ly* 


To Civil Engineers and 
Surveyors. 


CIVIL ENGINEER and Surveyor of very 
great experience in every detail of loncating, 
designing and constructing Public Works, especi- 
ally Railroads, is desirous of a situation, he has 
been engaged practically for the past sixteen years, 
and can produce the most satisfactory testimonials. 
Address D, F. ca*2 of Geo. Gilchrist. 








6tf Sole Agents, 28 Platt st., New York, 


1 m-52 432 Washington-st, N. Y, 








